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PREFACE 


It IS the object of this short monograph to study the 
methods of inland transport and communication in Mediseval 
India, roughly from the 11th to the 18th century A.E 

The work is mainly a reprint of several papers that have 
been already published by the author Considerable additions 
have however been made in different parts of the book So 
far as is known to the author, there is no connected and 
systematic account of this important subject In fact, many 
of the interesting phases of the subject have hardly ever 
been adequately treated by any previous writer. 

In the preparation of the work, the chronicles of Muham- 
madan historians and the accounts of foreign travellers have 
been the author’s principal sources of information. Spme 
valuable materials have also been found in the SuhramU. 
Various other works have also been laid under contribution for 
elucidating certain aspects of the subject References to 
'authorities cited have m all cases been given m the footnotes 
Thanks of the author are due to the editor, the Calcutta 


Review, the committee of the University of Calcutta on 


"Sir Asutosh MookeiVee ^Silver 
authoiities of the UniverU'^'i - ' ^ 
to use his contributions, ^ 
of this work. 


Jubilee Volumes, and the 



permitti ng h im 

4.1 ^ ' 
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INTRODUCTORY 


The raih’oad and the steamship have of late greatly 
abridged the enormous distances between the different parts 
of the world, and liave made possible the cheap, easy, and 
quick transmission of goods and mtelligence from one part to 
the other London — and even New York — may probably 

be sooner reached from Calcutta now than Beuares m the 
pre-railroad epoch. The facilities of modern transport and 
communication are so great and have become so indispen- 
sable that one could not be lightly blamed if one should 
think that the distant parts of such a vast country as India — 
not to speak of the whole world — were entmely isolated, 
havmg little or no intercourse with one another, either m 
the mateiial or in the cultural arts of life, before the era of 
the steamship and the railway But it is now a common- 
place of history that, from time immemorial, India carried 
on a contmuous and extensive commercial (and even colonial) 
intercourse with Chma and Japan on one side, and Western 
Asia, Africa, and Europe on the other In order to send 
out vessels fully laden with cargoes, the celebrated ports ~ 
of ancient and mediaeval India had necessarily to depend 
chiefly on inland stations for valuable merchandise, and it 


would not be wrong to suppose that the facihties of mternal 
transport and communication must, therefore, have been, 
at least, as adequate — according to the prevailmg notions and 
practices of those times — as to give vent to a continuous 
stream of goods from the important centres of trade and 


mdustry to the sea-port towns and keep up that fl^rishmg 
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state of international traffic, which was at once a sonrce of 
immense wealth to her, and an oh^cct of nondcr to tlie 
outside world In the discussion tiiat follows, it mil be seen 
that this IS not a mere supposition, but is based on a proper 
analysis of the facts of the mediaeval Indian economic life 



Inland Transport and Communication 


CHAPTER I 
Water Transport 

A superficial view of the physical features of India 
would show that the country is covered with a network of 
natural waterways^free from the freezing effects of a severely 
cold climate, which make them unsuited to navigation 
in many other parts of the world for a considerable period 
of the year. The extensive plains of Northern India are 
blessed with three principal river systems-— those of the 
Indus, the Ganges and the Brahmaputra, with their 
numerous branches and tributaries, — which make waterway 
communication possible over large tracts of the country during 
all seasons of the year. There is also a large number of 
rivers, the Godavari, the Krishna, the Oavery, the Nerbudda 
and the Tapti in Southern India, which are also navigable, 
though to a lesser degree and over considerably smaller areas, 
running as they do over rocks and valleys These river 
systems, besides fertihsmg the soil over which they pass, 
have been the natural highways of commerce and colonisa- 
tion from antiquity. It was along the Indus and— -tlie — 
Gangetic valleys that the first Aryan settlers in India 
colonised Northern India, and dissemmated their culture 
and civilisation, and it was along these same river banks 
that the great and wealthy cities of old flourished — cities 
like Kasi, Prayag, Patahputra and others Prom time 
immemorial, the rivers have indeed been one of the most 
important channels of mland trade and communication, 
m India as elsewhere, because of the advantages of easy 
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and cheap transport Even in the modern age, when the 
railroad mtersects all paits of the land, the rivers carry not 
an inconsiderable volume of traffic in both the country boats 
and the steamships. It is the object of this chapter briefly 
to enquu’e into the system of river transport and communi- 
cation in Mediaeval India, roughly from the 11th to the 
18th century A. D 

"We begin with the Punjab, where we have the first 
important notice of water communication during the period 
under review in the description of the famous river battle 
at Multan between Sultan Mahmud and the flats Accord- 
ing to the TahaTcat-i- AJcbari of Nizamuddin Ahmed, the 
last expedition of Sultan Mahmud was directed against the 
flats of the Salt-Ranges, who had molested his army on its 
march fiom Soranath (3025 A D) It is stated that when 
Mahmud reached Multan, he “ ordered 1,400 boats to be 
built, each of which was armed with three firm iron spikes, 
projecting one from the prow and two from the sides, so that 
everything which came in contact with them would infallibly 
be destroyed ” With this fleet of boats Mahmud attacked 
the flats, who, having intelligence of the enemy’s arrange- 
ment, sent their families into the islands, and launched, 
accordmg to some, 4,000 boats, and accordmg to otheis, 8,000 
boats, manned and armed, ready to engage the Muhammadans, 
and completely routed them ^ Doubts have been expressed 
by some cr^itrcs-regardmg the truth of the large number of 
"boats 'tlla^ took part in this naval action They find it difficult 
to believe that it could be possible for the flats to collect 
such a huge flotilla of boats in so short a time as soon 
as they received intelligence of Mahmud’s intentions 
It would not however appear incredible and excite 
astonishment when we consider the very extensive scale 
of commercial opeiations on the rivers of the Punjab, 


' EUiot, Sitlory of Inim, Vol II, p 478 
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which, CYCu three centuries before the beginning of the 
Christian era, enabled Nearchus to perform his famous 
voyage donn the Indus to the Persian Gulf, m a fleet 
of nearly 2,000 vessels collected from the Punjab 
waters' We also learn fiom the Ain-i-Ahhari that the 
principal means of locomotion in the Punjab was still 
by boats, the inhabitants of the Oircar of Thatta alone 
(in Sindh) having no less than d-0,000 vessels of various 
construction " 

In the latter part of the fouiteenth century (A. D 1372), 
Piroz Shah Tuglilak led an expedition against Thatta, in 
which he is said to have collected and used a fleet of 
as many as 5,000 boats in which his army descended 
the River Indus and in a few days leached Thatta ® The 
numeious hoides of Pathan and Mongol invaders from llio 
time of l^ultan Mahmud, n ho led his first Indian expedition 
against Jaipal in 1001 A D , to that of Babar (1626-30), nho 
appealed in India through the Noith-Wcstern passes had to 
depend almost entiiely on ferries or budges of boats to cross 
the mighty iiveis of the Punjab, which goes to indicate that 
theie must have been a considerable amount of rn er tratlic 
in the Land of the Pive Waters 


Coming to the time of Akbar, we have more adequate and 

inteiestmg infoimation regarding inland n a ter transport in 

the various parts of the Empiie According to Abul Pa?! 

duimg Akbar’s reign was organised, on an efficient basis, the 

“Office of Meer Behiy,” or Admiralty, winch 

principal objects in view ~(l) Fin/ —Tbo huildmn- of T"'* 

and boats for inland navigation Vessels wer ^ ° 

various sizes and construction and for rrn„.^ 

^ various purposes 
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There were those built for the transport of elephants, and 
those of such construction as to be employed in sieges, while 
others were made convenient for the conveyance of merchan- 
dise The Emperoi had also pleasui e-boats built with 
convenient apartments, and others on which there were 
floating-markets and flower-gardens While on this point, 
Abul Eazl observes “ Every part of the Empire abounds m 
boats , but m Bengal, Cashmeer, and Tata, they are the centre 
upon which all commerce moves ” , (2) Secondly — To look 
to the supply of men, of experienced sailors, who were 
versed in the nature of tides, knew the depths of channels, 
the coasts to be avoided, and the character of the pie vailing 
winds, and were skilful swimmers, and were capable of 
undergoing fatigue and hardslups , (3) Thirdly — To watch 
the livers for which an active and resolute man was appoint- 
ed, who settled everything relative to the femes, legulated 
the tonnage, and provided travellers with boats on the shortest 
notice He was to allow those who were not able to pay 
at the femes to pass over gratis , but no one was permitted 
to swim acioss a river It was also the duty of this officer 
to prevent boats from travelling in the night, excejpt in cases 
of urgent necessity Nor was he to allow goods to be landed 
anywhere except at the public wharfs , (4<) Fourthly — The 
imposition, realisation, and remission of duties Akbar is 
said to have remitted transit duties equal to the revenues of a 
kmgdom Nothing was exacted upon exports and imports 
jBXceptmg a trifle taken at the ports which never exceeded 
2^ per cent , and which was so inconsiderable, that merchants 
regaided it as a perfect remission ^ 

The Ain-i-Ahhari also gives some interesting details 
regarding boat hire and feiry lates m Akbar’s time “The 
watermen employed m navigating boats in rivers have never 
less than 100 nor more than 600 dams each jper mensem ” 


' jlycc?! i/lcry, Gladwin’e translation, Vol 1, pp 231 £E 
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“If a boat and people are hired, the late for every thousand 
maunds is one rupee per cose If only the boat is found by 
the owner, and the hu’er pays the boatmen, it is only one 
rupee for two cose and a half ” The following were the 
Rates for crossing at the Ferries 


An elephant 

2 

dams ^ 

A cart loaded 

4 

55 

„ empty 

2 

55 

A camel loaded 

I 

55 

„ without a load 

i 

55 

A horse or an ox loaded 

1 

2 

55 

An ox without a load 

i 

4 

55 

An ass or an yabu loaded 

1 

4 

55 

A man 

I|- oTieetel ® 

And at many femes a man passes fiee ® 

It IS also interesting to note in this connection that one 


of the prmcipal duties of the KoUoal in Akbar’s reign was to 
“ see that particular ferries and wells are kept separate for 
the use of women only ” ^ 

Regardmg the Punjab we have already noticed that in 
Akbar’s time the mhabitants of this part of the country 
carried on the prmcipal part of their communication with 
one another by water and that the Circar of Thatta alone had 
boats of various kmds, large and small, to the number of 
4 j 0,000 An idea of the amount of river tiafdc on the Indus 
valley may also be obtained from the Badshah Nama which 
recoids a furious storm at Thatta in 1636 A I) , that uprooted 
many huge trees and blew down ‘ nearly a thousand ships 
laden and unladen,’ and brought heavy losses upon the 

’ jDa?)!, at first called Patsalz, 40 <7ams=Re 1 Jin (Blocbmann), Vol I, p 31 
’ Blochmann's Jetal=^ of a Dam Am (Bloohmann), Vo] I, p 31 
’ Ayecn (Gladwin), Vol 1, pp 233 34 
* Ihxd, p 302 
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shipowners.^ The carriage oC goods in Kashmir also, according 
to Ahul Fazl, was chiefly effected by means of boats, m here 
the ‘ boatmen and carpenters drive a tlniving trade.’ " Of 
river navigation in the run3ab, we have the following further 
testimony from some of the prominent European travellers in 
India during the 17th century William Einch (1G09-11), 
the merchant companion of Hawkins, observes that from 
Lahore, down the Kavee and the Indus, “ go many boats, 
of sixtie tunne or upwards foi Tatta in Sind .being a 
30urney of some fortie dayes ” ’’ Sir Thomas Roe, the 
celebrated English ambassador to the court of Jahangir, says 
“ Accordmg to such lelations as I have gotten, the River of 
Syndu were most comodious of all others, to which from 
Lahore anything may pass by water.” ^ It is also stated in the 
Klmlasatu-t-Taioarilch , a Persian manusciipt of 1696 A I) , 
translated hy Prof Jadunath Sarkar, that in the province of 
Thatta there are many kinds of boats, and that the people 
depend mainly on them for purposes of conveyance, so that 
“ merchants bring goods and stuffs from Multan and Bhakkar 
to Thatta in boats over this river Nay, even travellers in 
this country and large armies do nob travel to Thatta 
except hy way of the iiver 

Alexander Hamilton, who travelled m the East Indies for 
some thirty-five years from 1688 to 1723, and can therefore 
claim a good deal of knowledge about eastern affairs, has, in 
his Neio Account of the East Inches, the following appreciative 
— words regarding navigation in and the vessels of the Pun3ah 
— “ all share the benefits of mland navigation Their vessels 
are called kisties, of several sizes The largest can load about 


‘ Elliot, History of India, Vol VII, p 61 
= Am j il^bari, Vol IT, p 361 

’ Purolios, His Ptlgrimes, Vol IV, p 62 See also Do LaBt (1631 A D ) tr Lotlibudge, 
Oalcutla Bevieiv, Vol Lll (1871), p 77 

* Embassy of Sir Thomas Roe, Vol I, p 96 Eoe’s Syndu Eiver is ‘ tbo moutb of the 
famous Indus,’ as he observes later 
^ India of Aarangeeb, pp 68, 71 
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200 tons They are flat-hottomed, and on each side cabins aie 
built from stern to stem, that overhang about two foot , and 
in each cabin is a kitchen and a place for exoneration, which 
falls directly in the water Those cabins are hired out to 
passengers, and the hold, being made into separate apartments, 
are let out to freighters . . And indeed in all my travels I 
never saw better conveniencies of travelling by water ” ^ It 
was this flourishing boat traffic, which led to the prosperity of 
Lahon-Bandar as an important mediteval sea-port on the 
Indus — the Karachi of modern India, — with a laVge harbour, 
“ into which ships from Persia, Yemen, and other places put ” 
to carry the very fine cotton linen and printed goods, earthen 
pots, sugar, sugar candy, iron, olive oil, the ‘ most excellent 
and faire ’ leathei , and various other products of Sind, once ‘ a 
very iich and fruitful land,’ and the Pun]ab.® The first steam 
vessel, the Snake, was launched on the Indus — the first that 
navigated any Indian river — cir 1820 A. D ® 

The greatest stir of commercial life and activity, both 
inland and foreign, was however felt in Bengal, which had 
been rightly famed for her abundant agricultural and in- 
dustiial wealth throughout the period under our review 
Paundravardhan and Gaur in the Malda District, and Bampal 
in Vikrampur, Dacca, were the important centres of trade 
and industry under the Pala and Sena Kings long before the 
advent of the Muhammadans These regions being greatly 
intersected by rivers and creeks naturally gave a great 
impetus to boat building, and a large amount of traffic was 
carried on by means of boats and sailmg vessels “ In the 
Kalimpur copper-plate msciiption of Dharmapaladeva there 
IS a reference to bridges of boats built for the tiansport of 

* Pinkerton, Voyages, Vol VIII, p 307 

= Travels of Ibn Batnta (1341 A D ), p 102 , Lmsohoten (1683), Vol I, p 66, 
Manncoi (1666 l7l7), Vol I, p 69 

= The Good Old Bays of Hon’ble John Company (compiled from newspapers and other 
publications by W H Oarey from 1600 to 1868), Vol II, p 26 
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aimies, and also to an otBicer called Tank, who was the general 
SupcimteDdent of boats In some of the copper-plate in- 
scriptions of the Sena Kings, also, there is mention of naval 
force as an element of their military organisation ” * In one 
of its campaigns, the great army of Eamapala crossed the 
Ganges in Northern Bengal by a “ Nauka-melaka,” a bridge of 
boats, and immediately after the death of Ramapala (cir 
1098 AD), Vaidyadeva is said to have obtained a naval 
victory in Southern Bengal, probably against Anantavarmraan, 
the King of Orissa ^ 

In the Muhammadan period, the eailiest important 
reference to river navigation m Bengal is in connection autb 
the naval expedition of Ghyasuddm Balkan (1266-87 A.D ) 
against Tugbril Khan, the Governor of the piovmce The 
Governor having rebelled and declaied his independence, 
on the failuie of two pievious attempts, the Sultan resolved 
to march against him in person, and “ordered a laige 
numbei of boats to he collected on the Ganges and the 
Jumna .Pioceedmg into Oudh, he oidered a general levy, 
and two lakhs of men of all classes were enrolled An 
immense fleet of boats was collected, and m these he passed 
his aimy over the Sarau (the Saraju or Gogra) The lains 
now came on, and, although he had plenty of boats, the 
passage through the low-lying countiy was difficult” Tughiil 
fled fiom Lakhnauti, was puisued, defeated and slain ^ The 
next important notice about river transpoit is in connection 
„wiLh the two militaiy expeditions of Sultan Fiioz Shah 
Tughlak (1351-88 AD) against Bengal, which had declared 
its independence in 1310 and was nevei subdued, in both of 
nhich “many haiiiei-hieaking boats {KxsUlia-i-Bandlmshan') 
weie used, in which his whole <irmy, consisting of a lac of 
tioops, had to emhaik m crossing iiveis lound the islands 


' Prof lladhakamnd Mookorji, Hisfory «/ Indian Sliijipray, otc., p 220 

-HD Bunorji, T/ie ?alns of Bengal tn Memoirs of A S B , Vol V, No 3, pp 90, 101 

^ Taritli i Firo: Slinlii, Elliot, Vol III, pp 115 21 
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Flvdala and Suuar-gna'w.” ^ Hussain Shall (1498-1520), the 
most prominent of the independent Pathan rulers of Bengal, 
himself maintained a powerful fleet, with which he once 
invaded Assam " The capital city Gaur was m those days 
probably the most famous inland mart of Bengal to which 
flocked merchants from vaiious parts of the country There 
IS an interesting lefeience in one of the old folk-songs of 
Oamhliira, a Saivite festival m the modern Malda District 
(Bengal), that a merchant of the name of Dhanapati “ sailed 
from Delhi to Gaur in ships that occupied so much of the 
liver that there was scarcely any room left for bathing or 
taking water ” In Ins campaign against Patna in 1574 A.D , 
Akbar sailed from the capital in boats, which carried his 
enoimous camp consisting of all his equipments and establish- 
ments, aimour, drums, treasure, carpets, kitchen utensils, etc.^ 
In the tiansport of salt alone, some forty vessels from five to 
SIX hundred tons burden each were annually employed 
between Bengal and Assam ^ 

We have already seen that in the reign of Akbar elaborate 
regulations weie made regarding the various functions of the 
ofhee of Meeo' Belu'}/ or the Admiialty The Naval Depart- 
ment was most efiiciently oigamsed in Bengal, and had under 
it, at the time it was established by Akbar, 3,000 war vessels 
(afterwards reduced to 768), besides the large number of 
vessels or boats that were required to be furnished by the 
Zemindars m return for the lands they held as jaigir ® 

' Tarikh t Fnoz Shahi, Elliot, Vol HI, pp 293 5 

® Bloclimami’s Koch Bihar and Assam in J A B B , 1872, Part I, No 1 
’ Mooter]i’s Indian Shipping, p 222 
* Eliot, Vol V, p 374 

Abbe Raynal, History of Settlements and Trade in the East and TFesf Indies, tran 
slated by Justamond (1776), Vol I, p 331 The immense carrying capacity of these 
boats Tfill be clearly recognised nbon we remember that even m the beginning of the 19th 
centnry 300 tons was considered to be a fair tonnage of the English sea going vessels ^ 

" Taylor, Topography and Statistics of Dacca, pp 193 94, Fifth Bepoit, Vol I, pp 
245 66, 270 Accoiding to the Wall' At i Jahangiri (Elliot, VI 326), the Governor of 
Bengal always maintained in folmer times 8,000 horse, oge lac of foot soldiers, 100 
elephants, and 600 war boats 
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This powerful naval establishment — the Imperial Nowarrali — 
was necessitated by the nature of the configuration of Bengal, 
where communication with the different parts, specially the 
eastern and the southern, Avas almost entirely impracticable 
except by the navigation of large and extensive rivers It 
was farther made imperative by the hostility of many a local 
Zemindar, like Isa Khan, Kedar Ray, Pratapaditya and 
other'?, who maintained large and powerful fleets and often 
stubbornly resisted the Mogul power before they could be 
brought to suhiection toward the close of Akbar’s reign, as 
well as by the repeated depredations of the Arrakan pirates, 
both Magh and Renngi, who, under the protection of the King 
t)f Arrakan, in their jalba boats, constantly ravaged the inland 
parts of Bengal as far as Dacca and Hugly, and carried off 
captives The Arrakan pirates could not however be suppres- 
sed till their protector, the Bang of Arrakan, was defeated, 
in several naval engagements, by Shaista Khan, the Governor 
of Bengal, and Chatgaon, the fortified retreat of the pirates, 
was annexed to the Mogul Empire (1666 AD)’ 

One of the important sources of revenue for the support 
of the Notoarrah was the Mheer Baree, a tax which was levied 


' Jadnnath Sarkar m J A 8 B , J nno, 1907 Pratapaditya orgamsod a large and 
powerful navy to figlit with the Moguls, and the Magh and Portagaese pirates Various 
kinds of boats were maintained by his naval department such as the Kosa, Bepari, Bnlia, 
Pal, Orah, Macltuc, Fusta, Jaha, Piyara,ilahalgtri, etc Of these, the Grab, the Kosa, and 
the Jalia were, true war boats, and -Were equipped with cannons The rest wore used 
cither for the conveyance of men or merchandise The Kosa and the Jalia were long, 
"nalETOw, anTl very fast boats In one of such Kosas with 64 oars, Bamchandra, the son m 
law of Pratap fled from Jossore The Piyara and the Mahnlgin wore beautiful like the 
Bfyra, and could comfortablv seat several people Not to speak of tho inferior ones, onlj 
the snpenor ■war vessels of Pratap numbered more than a thousand According to Abdul 
Lalif, a fnend of the then Nnwab of Bengal, the number was 700 AVhen tho Mogul 
general Inayat Khnn was sent against Pratap, his son Udni attacked him with 500 war 
boats— SC Mitra, Historj/ of Jessorc and Khulna (m Bengali), Vol 11, Oh 20 The 
^alha or thcjalia boat is varionsl^ styled as tho galloa-nt, the gallov, and the galeass, etc, 
bj the European writers Bchouten gives tho follo-ning description of the 'jahasses' 
These “ arc aery long and narrow bnals, npparcnllj constrnrtetl principally with ii view 
to FwiftnoFR Indeed thoj coacr long distances on the nvdrs Thoj carry no sails, but 
lbo% liuae ns nianv as thirtj-" eight or forla oars” Vol 11, p 00 — Bowioy, p 140, note 
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on the building of boats varying from 8 as to Ee 1-d as., 
according to the size of the vessels, and on all boats arriving at 
or leaving the naval headquarters whose crew nere not resi- 
dents of the district The river toll was oiiginally confined to 
the city but was later extended to the country, n here it was 
exacted by the Zemindars from every boat that passed their 
estates “ Though extremely oppressive and iu3urious to the 
inland trade,” the water duty “ was considered useful m leading 
to the detection of dacoits, as a legistry of the boats, manjees 
and boatmen belonging to each district was kept by the 
Zemindars ” The duties levied on the boats sailing from 
Dacca, the head-quarters of the naval depaitment, were — 


To Murshidabad 
, Calcutta 
„ Beuaies 


Ks 

0 

0 

1 


AS 


S 

10 

8 


per oar 


uhile those on boats arriving at Dacca fiom these places 
were — 

Rs AS 

Fiom Murshidabad 1 0 per boat 

„ Calcutta 2 0 „ 

„ Benares ‘ 4< 0 „ 

Tins brief review of the military aspect of water commu- 
nication IS sufiiciGut to give us an idea as to wj^t 
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incredible to declare,’ manufactured stuffs of cotton and silk, 
' the best and cheapest,’ salt, saltpetre, scented oils, opium, lac, 
etc , which, after adequately meeting the needs of local con- 
sumption, were sufficient for foreign expoit, whose numeious 
poits like Satgaon, Hugly, Pipli, Ohatgaon and others always 
bristled with commercial life and activity, and where some of 
‘ the iichest merchants’ were to be found, could haidly have 
attained this glorious state of piosperity, unless the means of 
internal transport and communication was sufficiently develop- 
ed, and it was made practicable to transfer goods fiom one part 
of the country to the other ^ We have however little direct 
evidence regarding this, saving what we have alieady noted 
above, before we come to the I6th century The Ain-i-Alchari, 
a valuable mine of information ivith regard to all economic 
matters duiing the sixteenth century, states, as we have 
already seen, that in Bengal, as in Kashmir and Thatta, the 
boats were ‘'the centre upon which all commerce moves” 
Theie were also the bullock-caits and pack-animals, from time 
immemorial the chief means of land transport in all parts of 
India, to facilitate the transpoit of merchandise by land 

Brora the latter pait of the 16th century, however, we 
have some references to inland water transport by Kuiopean 
writers to which we shall now refei Ralph Bitch (1583-91) 
sailed fiom Agra to Satgaon m Bengal with fleet of 180 boats, 
laden with salt, opium, lead, carpets, etc ® Writing about the 
year 1610, William Binch says that on the Jumna theie are 
^ mauy~B'oats,-some of one hundred Tunnes In his Journal 
vwitten by John Jouidairij'one of the sei vants of the English 
East India Company, in 1611 A I) , the writei observes in 
connection with the salt tiade “Theie is yeailie caiiyed 
from Agia to Bengala above 10,000 tonns of salte in gieate 

’ ^ ntlioinn (Oir 1505 AD), p 212, LinBclioton (1583 AD), Vol I, pp 91-97, 
RcTDier (1G5G CS), pp 437 ff , Bo'wrey (I0G9 79), pp 132 34, Hamilton (1G88 1723) in 
Pinkcrion’e Toyopci, Vol VIII, p 415 

- PorcUas, X, 175 

’ n>t3, IV, 75 
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barges of four and live hundred tonus apeece ” ^ Peter 
Mundy, probably the most prominent of the European 
travellers in India in the liist half of the l7tb century 
(1628-31 AD), says that Gieat Lighters or Parjes of 3, 
1, or 500 tons each rcgulaily plied between Agra and 
Bengal, as far as Dacca, touching on tbe a ai ions important 
inland river stalions like Etwa, Allahabad, Patna, etc, 
transporting chiefly salt and diverse other kinds of 
meichandise, and (hat many of these Lighters or Gahares 
(Gabbarts or J'atelas) as he calls them, seivcd also for 
transpoitmg gieat men with their household and household 
stuff, and had houses in the middle for the women. 
Some of these gieat boats had “several rooms, able to 
cany a pretty village villi all their inhabitants and goods, 
such IS their hugeness,’’ ■ Mundy also lefeis to the many 
pleasure boats he saw at Agra and Patna, which were 
owned by the nobles and other great people, and weie 
their principal convey,auce by water They weie what are 
now commonly known as the Bajra or the MayurpanJchi^ 
as will appear from the following description “ Tlieis boats 
I cannot lesemble to any thinge better than a Gaefish 
(gaifish), extiaoidmarie lowe, longe and slender, with 20, 26 
or 30 oares of a side, all seveially painted, some greene, some 
ledd and blew, etts — The place wheie the gieat man sitts is 
either fore or in the midle, in a Curious Chowtree made of 
purpose When they rowe to any place, they aie stuck full 
of Plaggs theie, hanginge downe on the prow, which shoots 

’ Jonrdain, p 162 The salt was obtained from “the doab of Sindh Sagar ” (betnoen 
the Jheluin and the Indus) which is still famous for hoi vast deposits of rod salt In the 
17th century, “ several lacs of runnnds” of salt were obtained aery year only from 
Khnhra and Keohrn, two of the largest mines near Sharasabad , and the Imperial 
Government is said to have received a royalty from them amounting to the tonl rt venue 
of other places, — Khulaeatu t Tawankh, India of Aurantjzeb, pp 100 101 

^ Tratels of Peter Mnndy, Vol II, pp 87, 2Z-L See illustn'ien Xo. 1~ -or -ig 
Gabare From Praye (Priyag), “many boats descend the ’o Tler^' — 

Laet, Calcutta Rcvien, LII, 89 
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foi’waid a mightie Avay, as doth the Sterue afterward oiij both 
ends shaipe alike I say, on both sides of the pro we hang 
downe many of those Cowe Tailes so much esteemed They 
use a Oheere to their Gumg (? going), as wee doe in our 
Barges, one giveinge the word first and then all the rest 
answere ” ^ Mundy also found on the Chambal in Bajputana 
“ many great passinge boates both ends lookemg upwards 
like a halfe mooue or as you use to painte Shipps of auntient 
tymes, or Noahs Arke ” - 

Some moie inteiesting descriptions and representations 
of boats, that aie ‘amongst the best of the kind for the 
period,’ aie to be found in the Qeograplnoal Account of 
Countries round the Bay of Bengal by Thomas Bowrey, an 
English trai^eller m India duiing A.I) 1669-79 He gives 
the following descriptions of some of the boats then in use 
m Bengal (1) The OlocJw “They low some with 4, some 
with 6 owers, and ply for a faire as wherries doe in the 
Thames,” (2) the Budgaroo {Bgp'a) or Pleasure Boat 
It has a convenient room at the stern, and is much used by the 
giandees and other great people, (3) the Burgoo These they 
use “ for the the most part between Hugly and Pyplo (Pipli) 
and Ballasoie With these boats they convey goods into the 
Eoads on board English and Dutch, &c , ships They will 
live 0 longe time in the sea, beinge brought to anchor by 
the steine, as their usual way is” , (4) the Boora It is “ a 
very floaty light boat, ron inge with 20 or 30 owers These 
carry saltpeeter and othei goods (from Hugly) downewards, 
and some tiade to Dacca with salt , they also serve for tow 


' Mundv, Vol II, pp 168, 221, seo illnatration No 11 Soo tilso Stavonuus, 
I nyarjca to the Fast hnhc« (1768 78 AD), Vol 1, pp 105 07, for a similar desciiption 
of Uic hojTu anil tlio iimyiirjKinUii in Bengal Accoiding to Wilcooko, tho translator of 
these Voynyis, the iimvinpaiJ III sometimes extended to “ upwards of an hundred foot in 
length, and not nioro than eight feet m breadth," and was “\ory expeusno, owing 
to tho beniitifnl decorations of painted nnd gilt ornaments, which are highly inmishcd, 
and exhibit a considerable degree of taste " 

■ Mund^, A'ol II, p 03 
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boats for the ships bound up or downe the riyer ” , and (6) 
the JPatella. These are boats “that come do^vne from 
Pattana with saltpeeter or other goods built of an 
exceedinge strength and are very flatt and burthensome,” 
each carrying down 4<, 6, or 6,000 Bengal maunds of 82 lbs.' 
each.^ Bowrey also mentions that a very considerable 
amount of traffic was daily carried on m the great bazars 
of Hugly, where could be bought and sold all sorts of 
commodities of Bengal, Orissa and Patna, and the diverse 
imports from foreign parts ^ According to Alexander 
Hamilton, the town of Hugly “ drives a great trade, be- 
cause all foreign goods are brought thither for import, and 
all goods of the product of Bengal are brought hither for 
exportation It affords rich cargoes for fifty or sixty ships 
yearly, besides what is carried to neighbouring countries 
in small vessels ” ^ Regarding the navigation of the River 
Hugly Bowrey observes “Up and downe the same a very 
considerable merchandize is drove, and very beneficiall, 
especially to the English and Hutch nations, havemge 
excellent conveniences for carryinge theire European 
commodities up into the inland towns and citties, and the 
like for brmgmge downe the commodities purchased in 
this or some other kingdoms ” ■* 

The Gentleman's Gazette of Calcutta recoids a furious 
hurricane at the mouth of the Ganges on October 11, 1737, 

‘ Bowrey, pp 226 29 For illuBtrations, see Plates XIII and XV The Furgoos 
were the Pertcose of Ealph Pitch which had 24 or 26 oars to row them, and had 
a large carrying capacity— Foster, Early Travels in India, p 26 A hundred years 
later (1770 AD), Stavonnns notices some boats (called Burs) in Bengal, that “can 
load fifty thousand pounds weight of merchandize and more,” and others called 
Pulwahs, which “ are very long, low, and narrow are not .calculated for the 
conveyance of goods are very expeditions for passing from one place to another ” 
The rooms in the Bairds, according to Stavormns, “are 'from six to seven feet in' 
height, and are as commodious as if they were in a house ’’ — Voyages to the East' 
Indies, Vo! I, pp 465 67 

* Bowrey, p 168 

“ Ibid, p 168, note 3 

* Ibid, p 166 

8 
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which, blew down a largo number of houses, and it was 
computed that “ 20,000 ships, barges, sloops, boats, canoes, 
etc, have been cast away.”^ In his Memoir of Sindusthan 
(1787 AD), Bennell observes that considering the very large 
amount of trafdc that is carried on in Bengal it is no wonder 
that the inland navigation gives “ constant employment to 
30,000 boatmen,” ^ These contemporary records would give 
us a fair idea as to the natuie and extent of water transport 
in Bengal during the 18th century. Bmally, we have the 
following interesting information regardmg boat hire 
and the duration of voyage between Calcutta and other 
parts in the year 1781, as furnished by The Good Old 
Days of Hon’ble John Company, 


Boat Kire (cir, 1781 AD) 


Bor a hiidgerouD^ of 8 dcmdees per day 


5 > 55 

55 55 


16 

24 


55 

55 


55 

55 


Bor a woolloch of 4 dandees per month 


55 55 


55 


55 


55 


Bor a boat of 250 maunds per month 
400 


55 55 

55 55 


55 


600 


55 

55 


its. As. 

2 0 
6 0 
8 0 
22 0 
26 0 
28 0 
29 0 
40 0 
60 8 


* The Oood Old Days of Eon'ble John Company (compiled from newspapers and other 
pnbbcations by W H Carey from 1600 to 1858), Vol I, p 38 

* Bennell, Memoir of Eindusthan, p 265 Bee also Stavormns, who says 
"For carrying goods, carts of a very simple constmction are made nse of,,,,.. 
Bnt the transporting of goods is mostly effected by water, throngh the numerous 
chsunels and creels, with which the country (Bengal) is Intersected ” — Vol I, 
p 468 

’ In days previous to steam navigation, the hudgerows were the principal 
conveyances of Government officers and other great people, proceeding to the 
Xorth-'Wc'-tern provinces and the different pai-ts of Bengal where water copimup}- 
cpl^on was possible, 
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Duration of Voyage 


Murshidabad 

IS 

26 

days 

Patna 

93 

60 

33 

Benares 

)J 

76 

33 

Cawnpore 

39 

90 

33 

Pyzabad 

93 

106 

33 

Malda 

33 

BU 

93 

B/Ungpore 

93 

52] 

39 

Dacca 

39 

37J- 

93 

Chittagong 

93 

60 

33 

Goalpara ^ 

33 

76 

93 


The time taken to cover the distances between Calcutta 
and Murshidabad, Patna, etc., as indicated above, appears to 
be unusually long from what we know of boat journeys 
between the same places at the present day. We also find 
that in the time of William Hedges, a Company’s servant 
(1682 A D ), it took about 11 days by boat to go from Hugly 
to Dacca by way of Kasimbazar ” 

Steam vessels appear to have been first mtroduced in 
Bengal in 1823 A D ^ The Diana was the first steam boat to 
ply for hire on the river Hugly. 

The materials for studying the transportation systems 
of Southern India are rather meagre , and here we are on 
less secure ground. But from what we know of South Indian 
economic conditions in the mediaeval period, the following 
observations may perhaps be made in this connection. 
Southern India developed very little communication on her 
inland waters The rivers of the Indian Peninsula have 
never been much navigable except within a few miles of their 
mouths. The various country junks and vessels of the 


* The Good Old Days, otc., Vol II, p 16 

* Diary of William Hedges, Vol I, pp 36 42 

’ The Good Old Days, etc , Vol II, p 18 , Murray, British India (3rd ed.), Vol III, 
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South seem to have been mainly used in the loading and 
unloading of ships in the numerous ports that studded the 
extensive range of the Indian sea-hoard ; and the principal 
part of mland transport seems to have been effected by means 
of carts and pack-animals This probably explains the 
comparative silence of mediaeval writers on inland navigation 
in the South Erom the earliest times, South India has been 
chiefly celebrated for her trans-oceanic commerce, and it 
was to this ocean navigation that her attention was principally 
directed , and she early developed the arts of shipping and 
ship-building Por internal trade, besides land transport, 
she depended on noasting voyage which was so easy and 
convenient to her The numerous mediseval ports from 
Lahori-Bandar to Chatgaon traded with one another, and thus 
found an easier outlet for their saleable merchandise The - 
important centres of trade and industry in the South, more- 
over, were generally located near the sea-coasts, probably to 
overcome, to some extent, the difficulties of transportation 
"We can here allude only to a few references of any note 
regardmg boat traffic in the South The Portuguese writer 
Bommgos Paes (cir 1520 AD) refers to a peculiar kind of 
boats he saw in Vijaynagar These he calls basket-boats 
They “ are round like baskets , inside they are made of cane, 
and outside are covered with leather , they are able to carry 
filteen or twenty persons, and even horses and oxen can 
cross in them if necessary, but for the most part these animals 
swim across Men row them with a sort of paddle, and the 
boats are always turning round, as they cannot go straight 
like others , in all the kingdom where there are streams there 
are no other boats but these ” ^ These basket-boats were usually 
from eight to twelve feet m diameter, and were greatly used 
for mihtary purposes for crossing wide and unfordable rivers ® 


* Seivell, A Forgotten Umpire, p 269 
® V7M.B, Bistory of Myiiore,'Vo\ I, pp 267,398 
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Pyrard de Laval, a Prench traveller who visited India in the 
year 1607 A. I) , speaks of the Manohoiie he saw at Goa, as 
being a large gondola which was rowed hy 8 or 9 men ‘'It is 
veiy comfortable, being built m the form of a carnage, saving 
that it has no opening at the sides ” ^ The oyiancliouS 
was probably the same which Pryer calls a “haloon.”" Peter 
Mundy refeis to many country “3uncks” at Surat, each 
having a carrying capacity of as much as 1,000 and 3,200 
tons They generally navigated the mouth of the Tapti, and 
were a necessary adjunct of the most celebrated of the Indian 
ports m his time ^ Bowrey gives an account of two classes of 
boats, the Massoola and the Caiiamaran, which were merely 
planks sewn together with coir or logs of wood joined together 
and securely fastened like a raft, which were mostly used on 
the Coromandel Coast for fishing and for lading and unlading 
ships They were most suited to brave the breakers on the 
beach , and they can still be seen in their primitive condition 
engaged in fishing along the Madras sea-hoard, and even at 
Pun The massoolas were flat-bottomed, and could convey 
only very light goods, as hails of calicoes or silks, not exceed- 
ing 6 or 8 at a time The cattamaram earned heavier weight 
of from 3 to tons each John Pryer, who visited India 
during 1672-81 A I) , landed at Masuhpatam in one of these 
country boats These he describes as being “ as large as one 
of our ware-barges and almost of that mould, sailing with one 
sail like them, hut paddling with paddles instead of spreads, 
and carry a great burthen with little trouble, out-living 
either ship or English skiff over the bar ” ® 

Besides the numerous large and navigable rivers, there 
were also many artificial waterways in India during the period 
under review These were however constructed mainly for 


> Travels of Pyrard de Laval, Vol II, Part I, pp 42 43 
’ Pryer, A New Account of East India and Persia, Vol I, p 182 

* Mundy, Vol II, p 80 * Brewery, pp 42 43 , see Plate yill 

* Fryer, Vol I, p 79 
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the purposes of irrigation , and it is not known how far they 
were navigated Some of the more important of the canals 
built during the period were the following — (1) The famous 
Jumna and Sutlej Canals, constructed about the year 1356 
AD. over a total length of nearly eighty Jcos during 
the reign of Diroz Shah Tughlak (2) Ah Mardan’s Lahore 
Canal, built by ‘an adept’ in canal construction about the 
year 164)0 A D ; ^ (3) the Malijal Canal m the Dinajpur 
District of Bengal (18th century AD), which is said “ to have 
earned a considerable volume of water , ” ^ and (4) the Taltala 
Khal, said to have been dug about the middle of the 18th 
century by Baja Rajballav to facilitate communication 
between his capital Bajnagar and Dacca The canal effected 
a considerable saving of time by reducing the distance between 
the two places by about twenty or twenty-five miles on the 
river route.^ Theie were also many artificial channels m the 
South, constructed by the great Chola Emperors (10th and 
11th centuries AD) and the Kmg^ of Mysore (I7th 
century A.D ) ® 


' EUiot, Stsfori/ o/ iTidio, Voli in, p 300 ’ Ibid,Y6l VII, p 67 

Bengal Dietrict Gatelieer {Dinagpur), p. 93. 

‘ B-unter, BtattsUcal Account of Bengal, Yol V, p 23 

» Bnpenal GaxeUeer,Yo\lX, p 304j Vol X, p S74, K, Aiyangar, Ancient India, 
pp, 18B 87i 



CHAPTER II 


Land Tuansport 

Of the chief essentials to land transport are : — (1) suit- 
able roads and bridges , (2) suitable carts and other means 
of conveyance ; and (3) animal carriers (before the era of 
steam power) Of these the second and the third are of 
comparatively little importance m that they have not been 
serious obstacles to the development of transport and have 
not greatly taxed human ingenuity and endeavour in any 
part of the world The animals were Nature’s gift, and man’s 
skill was exercised only so far as to break them to his use 
The difficulty of locomotive wagons was overcome once for 
all as soon as the wheeled carriage was invented. The 
greatest difficulty lay, however, with the roads andjbridges, 
which weie no man’s propeity and therefore perhaps often 
received less attention They required a great deal of techni- 
cal knowledge for construction, a constant supervision for 
maintenance, and a considerably large amount of capital 
outlay for their building as well as upkeep These technical 
and financial difficulties were indeed almost insuperable, 
until a wealthy mdividual, or a corporate organisation, private 
or public, shouldered the financial burden, and knowledge 
was sufficiently developed to grapple with the problems of 
civil engmeermg 


Carts and Coaches. 

Prom time immemorial to the commencement of the 
railways, carts and pack-animals were the principal means of 
land transport m all parts of India, These carts were the 
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forerunners of the modern hullock-caits, and were suitable 
mainly for goods transport. Some improvements and inven- 
tions in carts and coaches are said to have been made by Akbar, 
who, according to Abul Fazl, “ invented an extraordinary 
carriage, which has proved a source of much comfort for 
various people. When tins carnage is used for travelling, 
or for carrying loads, it may be employed for grinding corn. 
His majesty also invented a largo cart, which is drawn by 
one elephant It is made sufficiently large so as to hold 
several bath-rooms, and thus serves as a travelling bath 
It IS also easily diawn by cattle ” Tliere were also “ finely 
built carriages,” according to Abul Pazl, which were called 
haJials, and could cany several people These were of two 
kinds' — (1) citatridar, Qv covered carriages, having four or 
more poles to support the chaitar, or umbrella They were 
probably the precursors of the moddern ella and the tonga, 
to be found in such large numbers in the Upper I’rovmces, 
and (2) those without a covenng These carnages, like the 
carts, were usually drawn by oxen There were also 
carriage*s, that were drawn by horses, and were known as 
g^lmrhahals} 

English coaches were introduced into India by Sir 
Thomas Roe m the early part of the I7tb century. Amongst 
his presents to the Emperor Jahangir one was a coach, the 
coat of which in England was what was then £161-Ils 
Although the coach was scorned by the “ giand Mogul ” as 
“little and poor,” not befitting the piesent from a monarch. 


» Atn t Allan (Bloohmaitn and Jarrett’s translation), Vol I, pp 160 and 276 The 
chatndar was the Indian Ooaoh so often alluded to by Earopean travellers It had only 
t'W'O wheels “ They have many fine Carts, and many of them carved and gilded with 
Gold, with two wbeelea they are covered with Silke or very fine cloth, and bee used 
hero as onr Coaches bo in England ” — Fiteh (1683 91) in Furchas, X, 174. “ They have 
also, for travelling, small, very light carriages, which can contain two persons, but 
usually one travels alone, in order to be more comfortable ” —Tavai nier (ed Ball), I, 44 
See also P Della Valle, I, 21 , Peter Mundy, II, 189 , illustration Xo 12 , Fryer, III, 
167-68, 
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and was not used till it nas so reconstiucled and transformed 
with rich "old and silk stuff that Roe “know it not but by 

CJ * 

the cover/’ it “ gave much content foi the form and for a 
model”, and several others nere made like it, there being 
“amongst them (Indians) most curious artificers, who are 
the best apes foi imifation in the noild, and will make any 
new thing by a pattern”' These coaches do not appear, 
however, tt) have come into general use." “Four-wheeled 
coaches,” says Dr Fryei (1670-81 A D ),“ here aie none, 
unless some fev the Europe merchants have ” Even in the 
beginning of the 19th century, there were few’ carriages m 
Calcutta, notw ithstanding that coach makeis had set up in 
business in tlie city, and were in the habit of importing 
carnages, as is evident fiom the advertisements in the earliest 
numbers of Iliclif's Gazetie^ as far back as 1780'* 

Animal Carriers 

The ox, the buffalo, and the camel were the usual beasts 
of burden, and the dravers of vehicles in the mediaeval period 
Horses w’ere rare, and weie scarcely used either for riding 
or for carnage These w’ere chietly imported m large num- 
bers fiom Aiabia, Persia and Taitary, and many of these 
perished on their Avay They weic necessarily very dear 
and w^ere theiefoie meant only for the w’ealthy The Venetian 
traveller Maico Polo, wdio visited India about the year 1290 
A D , while speaking about the considerable amount of horse 
trade on the Malabar Coast, observes “ Here are no horses 
bred,” and that they are iinpoited from Aiabia and Persia in 
large numbeis Some of them cost moie than 100 marks of 
silver, a mark being equal to £2 of modern English 

‘ Embassy of Sir T Roe, 1,07,118, 11, 320,322,34.7, Jahangir’s Jfenioirp, ed, Elliot, 
VI, 847 

* East India and Persia, od Orooke, ill, 168 Seo also Tavernier, 1, 44 

’ The Good Old Days, etc , Vol I, p 112 

4 
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money, they cost more than T:220, or Pi.s 3,300’ The 
ilussian traveller Nikitm (IdTO A D) says* “Horses arc 
not boin in that coimtiy (India), but oxen and hutfaloes , 
and these aie used for iiding, conveying goods, and every 
other purpose ” ® In his description of the return of the 
Mogul army fiom Buihanpui to Agra in 1032, which con- 
sisted of a great number of elephants, camels carts, coaches, 
doha, pallis, etc , Petei Mundy notices only two of the king’s 
20 coaches being drawn by Kechees or Kaohs — horses from 
Cutch being kn6wn by tliat name — the rest being drawn by 
oxen The celebrated Prench tiaveller Tavernier (16d0-67 
A. D] also did not find horses employed in caiavans or 
30Uineys, “all being carried there on oxen or by waggon . .. 
If any merchant takes a hoise from Persia he only does it 
foi show, and to have him led by hand, or in order to sell 
him advantageously to some noble ” The great Mogul’s 
horses cost, m Tavernier’s estimation, fiom Ps 6,000 to 
Ps 20,000* 'Ihe hoise was mainly used, it seems, for mih- 
taiy purposes, t e , for the cavalry Dr Pryer (1672-81) also 
refeis to the very high price of hoises, the best Arab or 
Persian horse costing fiom £100 to over £2,000, and the 
absence of pack-horses in India, so that 'even the Bombay 
Governor’s coach was drawn by oxen ** The very high price 
of the horse and the considerable profits that were being 
made by the horse dealers led to the careful breeding of 
horses m several paits of India, and Emperor Akbar, in 
consideiation of their “ great impoitance m the three branches 
of the government,” took special care to impiove the native 
breeds in his dominion He also stiictly prohibited the 
exportation of horses fiom Hindustan , and, on account of 
the large profits of the horse dealers, levied a tax, varying 


’ Travels of Marco Polo, ed. Yule, Vol II, p 340, App , p 591 
- Indta in th^ Fifteenth Cenlury Soc Pnbl),p 10 

’ Trotels o/ Peter Mundy, Vol II, p 193 

* Tatc) nier, I, 39, 385 ‘ Pryer, I, 176, 295 
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from Rs 2 1o Kb 3, on each horse imported fiom abroad 
The country-bred lioiscs, however, generally, fell shoifc in 
strength and size, as well as in their perConnance The best 
horses were bred m Cutch, “being equal to Arabs” In 
Akbar’s time, the pnee oC the horse varied “from 500 mohurs 
to 2 llupees ” * Very fine Ai.ib liorses were also bred m the 
Ban Roab, between the Beas and the Ravee, in the 17th 
century , but their price was vary high, some of them coming 
up to Rs 10,000 or Rs 15,000- Thus, notw itlistanding the 
considerable import oC horses from abroad and the extensive 
breeding at homo, horse transport was almost entiiely absent 
m mediaeval India 

The ox, the buffalo, and the camel were thus the only 
important carncis Buifaloes and oxen were used in all parts; 
camels, geneially in Raiputana, Sind and the Pun_iab Camels 
were besides the only beasts of bin den that weie employed 
in the caravan trade to AYestern and Cential Asm All these 
animals not only diew carts and coaches and carried goods 
on their backs, but also often formed the principal means 
of conveyance for the general mass of the people. We have 
abeady referred to the testimony of Nikitm to this effect. 
A few more evidences may be quoted here According to 
the Sukraniii (composed between the lOtli and the 14th 
centuries A D ), “ the price of the bull wuth sufficient 
strength, w'hich can carry bui dons and can wmlk fast ,is 60 
palas or Rs. 480 ” ^ Refeiring to the high esteem in which 
the ox IS held by the Hindus, Nicolo de Conti, the Venetian 
traveller, who visited India m the year 1420 A D , says 
“ The Indians use the ox as a beast of burthen wffiich they 

* am, I, 132 £C, 216, 231 1 moliur=tts 10, Xin, I, 32 Some of tho best horses from 

Arabia and Persia cost, according to imsc/iofen (1583 A D ), 1,000 Pardaos (abont £224) 
each, Vol I, p 54 Ordinarily, the price was 500 Pardaos (=nbont £112) — Pyrard (1607), 
Vol II, p 07, and footnote 2 

’ Khulasaiu t Taxoarilh (1696 A D ) — Prof Jadn Nath Sarkar’s India of Aurangzeh, 
P ^ ^ 

^ SuhrantU, Prof Benoy Kumar Sarkai’s translation, p 146 
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consider it a great crime to kill or eat, as being of all the 
most useful to man ” ^ Caesar Frederick, another Italian 
traveller, -who visited India during A D 1563-69, says 
" To go from Ti 3 aynagar to Goa, a distance of eight days’ 
journey in summer, I bought me two bullocks, one of them 
to ride on, and the other to carry my victuals and provision, 
for in that country men ride on bullocks ” ® According to 
the English merchant Edwaid Terry (1616 A D ),only “The 
inferior sorts of people ride on oxen, horses, mules, camels 
or dromedaries ” ^ Bullock-ridmg may have been usual with 
the poorer classes of the people, as it sometimes is even down 
to the piesent day m some lemote parts of the country, but 
it IS difficult to understand how the inferior sorts of people 
could iide on horses, when they were so scarce , and why 
horse riding should have been considered disreputable among 
the upper classes It is probable, if we should accept Terry’s 
view as correct, that horse riding, not being very popular with 
the Indians — as it is not to the present day — was, m Terry’s 
time, an object of despise among the more well-to-do when 
they could travel in the more comfortable and convenient 
‘ Sukhasan ’ or the palanquin, of which we shall speak later 
Abul Eazl gives the following interesting information 
about the ox and the cow “ Throughout the happy regions 
of Hindustan, the cow is considered auspicious, and held m 
great veneration , for by means of this animal, tillage is 
carried on, the sustenance of life is rendered posssible, 
and the table of the inhabitant is filled with milk, butter- 
milk, and butter It is capable of carrying burdens and 
drawing wheeled carnages .Though every part of the empire 
pruduces cattle of various kinds, those of Gujrat are the best 
Sometimes a pair of them are sold at 100 mohurs They will 
tra%el 80 kos [120 miles] m 21 hours, and surpass even swift 


’ India in the Fifteenth Uentunj, p 26 
’ Parchns, Pilgnmes, Vol X, p 08 
= ai(7, Vol IX, p 33 
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horses. .The usual price is 20 and 10 mohurs The cows give 
upwards of half a man of milk. .His Majesty once bought 
a pair of cows for two lacs of ddms [5,000 Rupees] ” ^ 

Regarding the speed of the oxen, we further find in 
Pietro della Valle, the Italian traveller (1623 AD), that 
they “ run and gallop, like horses,” and while drawmg carts 
and coaches, hemg “ beset with many tufts, or tassels, and 
abundance of bells at their necks, when they run or gallop, 
through the streets, they are heard at a sufficient distance, 
and make a brave show.” ® Tavernier also observes that 
in India, " oxen take the place of horses These oxen 
allow themselves to be driven like our horses.” Por a pair of 
oxen to draw his carriage, Tavernier paid “ very nearly 
600 Rupees The reader need not be astonished at this 
price, for there are some of them which are strong, and 
make journeys lasting 60 days, at 12 or 16 leagues a day 
and always at the trot ” ® Pryer (1672-81) observes "These, 
[bullocks] not only pluck up their heels apace, but are 
taught to amble, they often riding on them ” ^ According 
to the KJmlasat (1696 A. D ), the oxen of Outch were famous 
for their graceful motion and swift pace In half a day, 
they could travel 60 kos , and a pau’ of these beautiful oxen 
cost more than 600 Rupees ^ 

Camels were also in great abundance in India, specially 
in Rajputana, Gujrat and Smd, wheie they were chiefly bred 
Accordmg to the SukraniU, the good camel can go 30 yojanas 
(160 miles) in one day , and its price is 100 silver palas or 
Rs 800 — the price of the ordinary camels bemg that of the 
buffalo, e , Rs 66 or 64 ® Prom the Ayeen Akbery we learn 
that "Prom the encouragement given by His Majesty, there 


’ Am, I, 148-49 “ F Bella Valle, i, 21, 

’ Tavernier, i, 43 44 * Fryer, in, 168 

" Ehulasat, India of Aurangzeb, p 66 

“ Siikraniti, p 146 See nlso ilundy (II, 190), who says that the camels “ will 
travel by report 70 ordinary course a day ” 
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are now bred in Hindustan camels that excel those of 
Turan and Iran,” that though they aie bred m many 
places, “near the province of Cutch, aie great numbers, 
and veiy fine But in Smd is the greatest abundance, 
in so much that many an inhabitant of those parts is 
master of 10,000 camels and upwaids”, that the price of 
the camel ranged fiom 2 to 12 mohurs according to its 
quality , and finally that it could carry a load of as much 
as 10 maunds without much difficulty ’ 


Hoads, Bridges, and REsr-nousES 
Roads 

The importance of inland communication was early 
recognised by the Hindus, and special provision was made, 
at least as early as the Mauiya period, for the construction 
and maintenance of the highways" One of the princi- 
pal duties of a prince, according to the Snlramii, was 
to see that proper facilities were maintained for land as 
well as water transport This is sufficiently suggested 
m the following advice “ Bridges should be constructed 
over rivers There should also be boats and water convey- 
ances for crossing the rivers Roads are to be provided with 
bridges”^ The Sukramh further lays down some very im- 
portant rules and legulations regarding the construction and 
maintenance of the highway, which cleaily indicate that the 
principles of load -making were fairly well understood in 
the days of the Sukia authors, and that due regard was 
had to matters of sanitation and the comforts and conve- 
niences of travel After en 30 ining the construction of 


* Ayevi Ahhery, Gladwm’a translation, Vol I, pp 144, 161 52 

^ See Vincent Smith, Early History of India (3rd ed ), p 135 , also Benoy Knmar 
Sarkar Political Institutions and Theoiies of the Hindus, pp 100, 102 
« Sulraniti, pp 166, 35 
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rajamurffcis (lo to 30 cubits iT’ide) and margas (10 cubits 
wide), with xmdi/as or “ foot-paths ” (3 cubits wide), 

in the town and the country, the Sulcramh observes “The 
roads are to be made like the back of a tortoise {i e high 
in the middle) and provided with bridges And the road 
should be provided vith drains on both sides for the passage 
of water The Kings should have the roads repaired 
every year witli gravels bv men who have been sued 
against oi impiisonrd ” ‘ 

With the ad\ent of the Muhammadans and the 
foundation of a Muhammadan Empiie in Northern India, 
roads began to be laid in the different parts of the country 
connecting the principal cities with one another chiefly 
for military pui poses 

In Southern India, where nvei communication could 
be little developed, internal trade was always mostly 
carried on by land It nas this land transport which 
furnished the sea-ports with the principal articles of mer- 
chandise, which Avere sent out in fleets of merchant vessels 
to the different parts of the world, and enabled them to 
attain that state of splendoui and prosperity which has 
been attested by the numerous foreign travellers who 
visited S India dining tiie mediaeval period The remarks 
of the African tiaveller, Ibn Batuta (131<1 A I) ), and 
the Venetian, Nicolo de Conti (1420 A D ), regardmg 
the wealth of the southern parts deserve m this connection 
special mention Of Calicut, ‘a noble empoiium for all 
India,’ says Ibn Batuta, that among others, very large 
Chinese ]unks, which employed as many as 1,000 men, 
visited this maitime city, ^and that the merchants were so 
very wealthy that “one of them can pui chase the whole 
freightage of such vessels as put in here, and fit out others 
like them ” ® Of South India m general, observes Conti ; 


* Suhramti, pp 34 36 


- Ibn Batuta, Lee’s translation, p 172 
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“The inhabitants have most sumptuous buildings, elegant 
habitations, and handsome furniture . The men are 
extremely humane, and the merchants very rich, so much 
so that some •will carry on their business in forty of their 
own ships, each of which is valued at fifty thousand gold 
pieces ” ^ 

Though India had made considerable progress in 
architectural engineering and the various chemical and 
industrial arts in the past, the principles of scientific 
road-making seem to have been little known in the 
country — save perhaps what has already been said about the 
Sukra authors — as m other parts of the world, durmg the 
mediaeval period, before the woik of Mac Adam in England in 
the early years of the 19th century It was not however 
along the- ordinary village tracts that land communication 
between the distant parts of the country was generally 
carried on That high roads were constructed and main- 
tained between the Imperial and Provincial cities, which 
served the means not only of military but also of economic 
tiansport, is sufficiently clear from the work of the Indian 
rulers of the period under review 

Sher Shah is rightly considered, as will be shown later, to 
be the gieatest buildei of highways and the promulgator of 
numerous beneficent laws for the welfare of both his Hindu 
and Muhammadan subjects , but be was not indeed the 
earliest in the field so far as at least the question of land 
routes IS concerned Ghyasuddin Balban (1266-87), the 
most energetic and capable luler of the Slave Dynasty, is 
said to have cleared the jungles and forests over a large tract 
of the country, built roads and fortresses, and suppressed 
brigandage " Ibn Batuta, in 1341 A D., found the highways 
shaded by trees, with resting houses and wells at regular 


' India in the Fifteenth Century, p 21 
Elphinstono, History of India (0th edition), p 873 
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intervals along a great pait of the coast of Malabar, then 
under the Hindus.^ And the great Ohola Emperors of the 
South •were reputed, long before the time of the African 
traveller, to have taken considerable interest in the matter of 
mland communication, and spent large sums of money on 
roads and irrigation channels Regarding the roads in the 
Chola Empire (900-1300 AD), which extended, at the height 
of its glory, along the entire coast of the Coromandel, observes 
Kjrishnaswamy Aiyangar ; — “ We have ample evidence of the 
country’s having been traversed by grand trunk roads. That 
armies could march to Kottaru near Cape Comorin at the one 
end, and the banks of the Mahanadi, if not the Ganges, at the 
other end of the peninsula, and that trade was carried on 
largely by means of ‘ vessels ’ and ‘ vehicles ’ are enough to 
prove their existence If more proof be needed we have it in 
the fact that Kulottunga planted agricultural colonies ‘ along 
the road to Kottaru ’ , and in the references m some of the 
inscriptions to roads of sixty-four spans, etc ” ® 

The Emperor Eiroz Tughlak (1351-88) also was a great 
builder of works of public utility “ His reign,” says 
Elphinstone, “ though not brilliant in other respects, was 
distmguished for the enlightened spirit of his regulations, and 
the extent and utihty of his public works ” He was the 
builder of the famous Jumna Canal He is further credited 
with the following public works, for the maintenance of which 
lands were assigned — 60 dams across iivers, to promote 
irrigation 40 mosques, 30 colleges, 100 caravanserais, 30 
reservoirs for irrigation, 100 hospitals, 100 public baths, 160 
bridges — ^besides many other edifices for pleasure or orna- 
ment ® But the greatest Muhammadan ruler in India smce 
Muhammad Ghori conquered the country was Sher Shah 
(1640-46), who, amidst his constant activity in the field, 

* Elphinstone, p 179 

’ K Aiyangar, Ancient India, pp 18S 89 

’ Elphinstone, p 403 Finshta credits Piroz ivith no less than 845 public irorLs 
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during his short reign, brought his territories into tlio highest 
order, and laid the foundations of tlioso beneficent laws, which 
found their way into the enlightened administratire measures 
of Akbar, and still form the fundamental bases of the 
principles of the Indian Government. The ‘ benign ’ Emperor 
is said to have established horse-posts, and constructed liigh 
roads, throughout the land, planted with trees, and provided 
with wells, and sarais at every two kos — the most important 
of which were the one from Sunargaon in Bengal to llhotas 
m the Punjab — known as the ‘ Badshahi Road ’ and tlie 
precursor of the modern great Trunk Road — , the other from 
Agra to Burhanpur, and the third from Agra to Jodhpur and 
Chitor.^ In Akbar’s reign, we are told by Abul Fazl, the 
Khaibar Pass was “ made easily practicable for wheeled 
conveyance ” by the Emperor’s command ® 

Besides these imperial highways, loads were alse-Kjon- 
struoted in the provinces, connecting the principal cities with 
one another, as for instance, in Bengal, the great Trunk Road 
from Chittagong to Mymensing vid Noakhali, Comilla and 
Dacca, and the one from Rajshahi to Rungpur vtd Bogra, and 
extending to the south probably as far as the fciunderbuns by way 
of Malda and Murshidabad.^ Centuries before the advent of the 
Muhammadans into their territories, the native rulers of Assam 
had mamtained extensive roads throughout the length and breadth 
of their kmgdom, as for instance, the Kamali Alli, running 
360 miles between Cooch-Behar and Narampur, and the 
Tengrai Raj Alli, running over 400 miles between Rungpur, 
and Namrup, some of which are stiU in use in parts.'* 

In the South, Tipu Sultan is considered to have been the 
greatest of the road-builders in the 18th century In this 


' Tarikh r 8her Bhahx, ed Elhot, IV, 417 18 “ Atn, IT, 401 

* Bengal District Oatetieere VsnouB other roads constructed under the Muhammadani 
are shown in Van Den Brouohe’fl Map of 1660 A D — See History of Bengal (in Bengali) bj 
Kah Prasanna Bandopadhyaya (Sud ed ), p 616 

* Shahespsar, L W , History of Vppsr Assam, eto , pp 1 3 
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connection observes the Salem District Gazetteer • “The 
British Tvere not the first road-makers m India Tipu’s road- 
engineering was of no mean older” The Sultan built many 
roads throughout his dominions, the most notable of them being 
—(1) That from the left bank of the Cavery to Hosur and 
Dharmapuri Taluks, a portion of which “ would even now be 
fit for a carriage load”, and (2) The Dandu Oni or the 
‘Army Road,’ from Krishnagiri to Budi-Kota ^ 

Thepimcipal highways were also measured and marked 
with Kos posts to indicate the distance and point out the 
different roads. ^JDurmg the reign of Emppirnr Ba bar, the 
Agra-Kabul road n as measured, and towers were erected ‘ at 
every ninth Kuroh (cir 18 m ) ’ - Akbar erected stone pillars 
‘ at every cose end’ from Agra to A] mere, which was his 
favourite abode, being a charming place of residence, and a 
convenient centre for operations in Ra 3 putana ^ The great 
road from Bengal to the Punjab was also thus marked with 
kos posts ■* 

Great care seems to have been taken for the maintenance 
of the Badshahi Road and its long avenue of trees, which 
was fairly well preserved down to the close of the seventeenth 
century It excited the admiration and attracted the special 
notice of most of the European travellers who visited India 
dunng the period Sir Thos Roe observes regarding a pa rt 
of the road, from Agia to Lahore “ It is all a plain and 
the highway planted on both sides with trees like a delicate 
walk , it is one of the great works and wonders of the world ” ® 
Petei Mundy observes in 1631 . “ The trees are distant one 
from the other about eight or nine ordinary steps, and the 
ranks from side to side about forty It is generally known 


* Saletti Dibit id Gazetteer, Vol I, Part I, p 234 
’ Memoiis of Babar, Section III, p 629 
=> Pinch — Piircliae, IV, 41 See also Am, I, 289 n 3 
‘ Benixer, 284 j Manttccx, 164 
‘ Roe, II, 537 
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that from Agra theie are such ranks of trees which reach as 
fai as Lahore . and they say this doth to Patna, done by 
Jahangir for the ease of travellers and for shade in hot 
weather ” ^ Tavernier describes this continuous avenue of 
trees as ‘ very pleasant to the view,’ and further states that 
“ throughout India the greater part of the roads are like 
avenues of trees, and those which have not trees planted, have 
at every 500 paces small pieces of stone which the inhabitants 
of the nearest villages are bound to whiten from time to 
time, so that the letter carriers can distinguish the road on 
dark and rainy nights ” ® 

The highways as well as the city streets were m the mam 
kuccha' i e , they were not paved either with bricks or stones, 
although there are a few scattered evidences that there were 
some which were well-paved ® Pietro della Valle e vinced great 
disgust that the streets of such a ‘goodly and greai a city ’ as 
Ahmadabad, although large, fair, and straight, were not well- 
paved, and weie “so dusty that there is almost no going a foot, 
because the foot sinks very deep in the ground with great defile- 
ment , and the going on horse-back, or in a coach is likewise 
very troublesome mregaid of the dust ” * The rich and beauti- 
ful city of Golconda is, according to Tavernier, “ well bmltand 
well opened out, and there are many large fine streets in it, 
but not being paved — any more than are those of all the other 
towns of Persia and India — they are full of sand and dust.” 

* Mvndy, II, 83 84 

' Taternier, I, 96,292 See also Oe Last, W Lethbridge, pp 10 11 j Bernier, 284 j 
llanucci, I, 104 

’ The cit/ atroots seem to have been generally fair and clean, Cambay had “very 
good streets and squares,” according to Barbosa (p 64) The streets ot Martaban, Pegn, 
are “ the fairest that I have seen," Frederick — Parchas, X, 21 The kingdom of Golconda is 
‘blessed vrith good and clean roads,’ a matter of great lehef for all travellers who 
ongbt to give it bononr and praise, being what is its desert — Boirrcy, 117 Lahore has 
streets ‘ fair and well paicd,' rmch — Puicha*, IV Bhnares has "paved streets, bnt 
narroii and crooked,” 3fiindy, 11,122 “Their stroets are paved" i e , of Goa, Fryer, 
11, 20 The highway for a league or two near Ilajmnhnl is ‘ pnicd with bnek to the town,’ 
Bourcy, 143 n 2 

• DcUn Falle, I, 95 
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The roads aa ere at places so bad and Avorii out that four 
‘ peons ’ or ‘ soldiers ’ Avere often employed by OAimers of 
A'aluable meicliandise to accompany a cart and keep it from 
OA^erturniug by means of ropes in bad places. The process is 
thus described by TaAernier “ Tu’^o of them Avalk on each 
side of the Avaggon, OA'er AAdiich there are tAvo cords passed, 
and the four ends are held by the soldiers so that if the 
Aiaggon threatens to upset in a bad place, the two soldiers Aidio 
are on the opposite side hold the cords tight, and prevent it 
turning over ” ’ Duiing the rains, the condition of the 
roads was necessarily still AA^orse, as they became m many 
parts full of mire and rendeied cart traflSc well-nigh 
impracticable 

In the days of Peter Muudv s travel, t he long road from 
Agra to Patna seems, hoAvever, to have been preserved m a 
fairly satisfactory state of lepair, as in his land journey 
betAveen the two toAvns during the period of the monsoons 
(Aug 1632) he mentions only a feiv places AA-^here he expen- 
enced difficulty in passing Avith his laden waggons It was 
only near Rampur Aphoi and Baraut, Avithm about fifty 
miles of Allahabad, that he had any considerable difficulty 
due to deep mire so that “ ever and anon one cart or other 
would be fast,” and the car men would be employed “ m 
savmg some carts from overturning and hauling others out 
of some hole where they stuck fast ” ” On the Avhole, as 
observes Elphinstone, ^ “ from the earliest Hindu times to 
the decline of the Mogul empu’e, the great roads were the 
objects of much attention to the government,” and it may 
be fairly presumed that not merely pack animals but bullock 
carts were in common use for the tiansport of goods and 
merchandise over a great part of the country 


' Tavernier, I, 43 See also Thevenot, W Lowell, p 63 
- Mundy, II, 96, ill 
* Hislory of India (9fcli ed ), p 1S6 
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Bridges 

For a continuous and through land communication it is 
essential that rivers and streams should he spanned mth 
bridges. TFe have already seen hovr for the removal of these 
natural barriers to land traffic, the authors of the Sukra cycle 
en 3 omed on the kings the duty of constructing and maintain- 
ing bridges over rivers, in the interests of the state’s commerce 
We shall here bring together a few evidences which go to 
indicate that the Indians, who had, as early as the days of 
Asoka, attained a considerable amount of knowledge and 
technical skill in architectural engineering, were not slow to 
<ipply their experience for the purposes of bridge construction 
to facilitate communication by land 

In the eleventh century, a massive stone bridge of 
eighteen arches, over 290 feet of waterway, was built near 
Cuttack by Matsya Kcsari (1031 — 60 A D.) of the famous 
Kesari cyr Lion Dynasty of Orissa' Numerous other bridges 
wore bailt in the various parts of Orissa between the 11th and 
the 13th century A D The Athara-nala bridge at Puri, 290 ft. 
long, and “ the finest m the province of those still in 
use,” was built in the 11th or the 13th century AD It is 
still one of the objects of interest for the visitors to Puri. 
I’liero IS another beautiful bridge at Jajpur, which is 
“ probably older, and certainly more picturesque ” than the 
Athara-nala at Pun. Regarding this Hindu bridge, observes 
I'ergusson . " It may be unscientific but many of these old 
bridges arc standing and in use while many of those w^o have 
constructed out of the ruins of the temples and palaces have 
been swept nwaj as if a cuise were upon them Bridges w^ere 

' Iltrt'r, 0/15*’, lol I, !» 27G 

’ 1 Ilii't'’/ rj Indun avd Ea'tftn Arehrtecture (Roviged edition, 1010), 

^ o’ It, j* 11 'i I*'’'' illugtntion of bridge, llajendm Lai Mittm, Antiquih)'/ of 

On ! \it n, p 112[ f-*irling« urticloou "An Account Gcogmplncal, Stnliaticnl nnd 
Hn*’"i tl c' O'lf'i Ffoper or Cu’Uclc " m Atuttc Jtf»'’are/ie», Vol. XI , p 837 j aco Plato 
Vi of A'P^ra rW< bndj* 
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nlso constructed by the Sen Kings of Bengal before the 
advent of the Muhammadans into the pro'^unce. One of such 
bridges near Bnmpnl, Daeca, is 173 ft. long, and is knoTvn 
as the BaUah Pul (Ballal bridge) after the name of its 
builder, Raia Ballal Sen It is now in ruins’ In the 
tvelvth century, General I)e^a-Senapali by command of 
King Parfilcramn Bfiliu I (1101-97 A 1) ) built over the river 
Kalavapi in Cej Ion “ a bridge of timber, two hundred cubits in 
length and t^^enty cubits in breadth fastened and made exceed- 
ing stiong with plates of iron and pegs, a bridge of exceeding 
great beauty, that could bo passed by elephants and horses 
and chariots and footmen.” " 

In his expedition fiom Gaur to Tibet (cir 1200 A.I).), 
Bukhtiyar Khilji marched to “a place uhoie from old times 
a bridge had stood over the watei having about twenty arches 
of stone.” This gieat stone bridge which was on the 
Brahmaputra near Gauhaty was built in the Brahmanical 
times, 7 c , before the ninth century A D , and was found to 
be “ m a good state of preser^ ation ” by Major Hannay m 
the middle of the nineteenth century * 

Remains of an inteiestmg stone bridge have been found 
in the Sila Sindunghopa mauza, ” said to have been con- 
structed by Bukhtiyar Khilji when he invaded Assam at the 
beginning of the thirteenth century.”'' There is mention m 
the Tabakat-t-A^asi) I (cir 1260 A B.) of a great jp^^Zor embank- 
ment lying between Lakhnantiand Lakhnaur (?), a distance of 
ten days’ journey, to make the roads passable during the rams 
when the country is inundated ” As has been already observed, 
Emperor Eiroz Tughlak (1361-88) is said to have built 160 
bridges. The Gambhir river is crossed at Ohitor by a “ sohd 

* Lxst of Ancient Monuments \n Bengal (Calcutta 1896), pp 218 20 

* A K Oooraarswatny, Mediaeval Sinhalese Art, p 134 

® Elliot, History of India, II, 800 

* J A S, B , Vol XX (1861), pp 291 ff. Bee illuatration 

“ Imperial Qateiieer, Vol VI, p 36 

“ Elliot, II, 319 Stouart identiEsB Lakhnaur with Naghore in Birbhnm, History 
of Bengal, p 66, 
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bridge of grey limestone with ten arches, said to have been 
built in the fouiteenth century”^ The Imperial Gazetteer 
mentions two old stone bridges in the South, one at Mudbidri, 
South Canara, and the other at Bhatkal, once a flourishing 

centie of trade in North Canara, said to have been built bv 

* 

the Jain princess Channubhaira Devi (cir 14i60 A D ) ^ 
Ruins of an old stone bridge have been found near Vijaynagar, 
the famous capital of the ancient Hindu kingdom of the 
same name ^ At Jaimpur, the Gumti is ciossed by a "mag- 
nificent ” stone bridge, 66 J feet long, built by Munim Khan, 
governor of Akbar, at the end of the sixteenth century, said 
to have been " completed in three years, at an expense of 
thirty lacs of rupees ” ■* At Chaparghata, the Sengur is 
spanned by a fine stone bridge of five arches^ A httle 
below, the river Rind was crossed by a " considerable ” bridge 
of stone at Kora Khas ® The Ahom prince Fratap Singh 
(1603-4)1 AD) built a stone budge over the Darika river, 
and many other wooden budges throughout his kingdom J 
Alasonry bridges were also constructed by Rudra Singh 
(1696-1714) over the Namdang and Dimau rivers He is 
also said to have constructed many roads and estabhshed an 
extensive trade with Tibet ® 

Emperor Jahangir (1606-27) crossed the Mahi liver 
in Malwa by a bridge, "prepared m only three days ” 
About the construction and strength of this bridge, Waki’at-i 
Juhangiri gives the following interestmg information — 
"Although in this iiver there were no boats fit for building 
bridges, and the watei n as very deep and flowed forcibly, yet 
through the good management of Abul Hasan Mir Bakhsi, a 


■ Imp'i inl OazoUeer, Vol X p 293^ 

' Inipertal Gaz€ltccr, VlIT, 90 \\ III, 10 
’ Gnbblc, Uiftory of the Vcccnn, Vol 1, p 03 

* Imj-'naf GatcUeer, Xll, 385, XIV, 83 Sec nlso Stewnrt, Ui/torij of Bengal, 
p 1C2 nnd Tro If r< of Lord T aJcnfia (1S02 00 A-D ), Vol I, p 121 
3r')Tidt/, 11, 89, X’ TT P Gazetteer, Tl,ZOG 
' Jlu’ 11,91 * Gnit, ni'fori/ o/ Aesam, p 117 
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vei'j strong bridge of IJO j aids in length and four yards in 
biondth nas prcpnied in onl^ three days. By ivay of testing 
its slunigth T nidered one of my largest elephants with 
tliiee other female elephants to be taken over it The 
bridge was so stioiig that the weight of the mountain-like 
elephants did not shake it in the least.’* ' 

bhnch speaks of a stone bridge of eleven arches, a short 
nay from Delhi, non known as the JBara puV^ or the 
“Gieat Bridge,” built about 1612 A.D. " In the city of 
Ahmedabad, Della Valle (1623 A.D*) saw “a handsome 
budge of many arches very nell built, upon which.. . two 
Indian coaches may goabieast” ^ 

In Kashmir, boat bridges weieinuse from very early 
times — the first “ Gieat Bridge ” on the Yitasta being built bv 
Pravarasena II in the second century A D. •* The construction 
of these boat bridges is thus described by Bernier, nho 
accompanied the camp of Aurangzeb in its journey to Kashmir 
“ The army crossed them [the rivers] by means of two 
bridges of boats, constructed nith tolerable skill, and placed 
between two or three hundred paces apart. Earth and straw 
mingled together are thrown upon the planking forming the 
footnay to- prevent the cattle from slipping” Over these 
bridges crossed, in Bernier’s estimation, between three and 
four hundred thousand persons, besides some two bundled 
and fifty thousand animals, comprising horses, mules, 
elephants, camels and oxen, with goods and baggage ° 
Kashmir had also numerous permanent wooden bridges, 
“whose peculiar constiuction has attracted the notice of all 
modern travelleis,” none of which may however be traced to 
a date earlier than the Zainda Kadal, one of the seven bridges 

1 ElUol, VI, 363 

* Archacologtal Survey of India, Vol I, p 222 

=> P Della Valle, 1, 102 

* Stem, Rnjia) aiiffini, Vol I, p 103 

‘ Bernier, ed OonBtable and Smith, p 380, 


6 



40 


INLAND TRANSPORT AND COMMUNICATION 


in Srinagar, limit in the fifteenth century A.D ^ Bernier 
notices two wooden bridges on, the Jheliim in Srinagar ^ 

There were several bridged, at or near Dacca built m the 
time of the Muhammadans Of these the Pagla Pul, “ a fine 
buck bridge,” built by Mir Jumla over the Pagla river {ctr. 
1660 AD), the brick bridge half a kos below on the Cadamtali, 
and the Tungy Bridge, “ a solid structure of masonry and 
stone woik ” over the Balu creek, were the principal, *' espeoi- 
allv the first of these, which is much admired as a lum ” ^ 

There are two great budges ovei the Sindh river at 
Narwar, once a flouiislung citv neai Gwalior, each of which 
originally had some twenty-two arches and 1,000 feet of 
roadway These were built about 1660 A D ^ At Mania, 
near Dholpur, Tavernier saw a “ very long bridge built of cut 
stone,” over the Jajou, known as the Jajou ka Pul.® 
Tavernier also notices on the Musi river, at Bhagnagar or 
Golconda, “ a grand stone bridge which is scarcely less beauti- 
ful than the Pont Neuf at Pans Pryer refers to two long 
wooden bridges at Masulipatam. These were built over a 
sandy marsh — one a mile long, and the other half a mile long, 
at the charge of the King of Golconda Each of these had a 
gate-house, and a strong watch at the beginning, next the 
town ■ Pryer also alludes to a bridge of thirty-six arches of 
stone at Goa.® During the latter part of the seventeenth 
and eighteenth centuiies, several bridges were also construct- 
ed by the English East India Company in and around 
Madras® There was also a "fine stone bridge” built, at 

1 Sictn, I, 103 n 
' JJcrmer p 398 

i Taicrnier, I, 128, Tnylor, Topaqiarhy oni Sfaltsttcs of Dacca, p 97, Principal 
ITeads of the Uiftorn and Statistics of the Dacca Dntston, p, 03 
^ Arch Sun Ind , 11, 326-27 
Tnrcrr.icr, I, G6 
i Ibid, r, 161 

Fri,er, I, 81 Seo also Doicrcy, p C2 
• Ibid, II, 9 

' Vt^'iffs of Old 2fadras(l040 1600)— Indian Kccorda Senei, Vol, II, pp 202 04 
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Mohau town in the modern United PioYinces, by Maharaja 
Nawal Rai, Minister of the Nawah Safdar Jang-, in the 
eighteenth century ^ 

The foregoing references to bridges in the various parts 
of the country throughout the mediaeval period are sufficient 
to indicate that the people of Mediaeval India were not 
unmindful of the advantages of easy communication , and it 
may not probably be wrong to suppose that, wherever 
practicable and necessary, they directed their attention to 
removing the difficulties m land tronsport The undertaking 
of such costly enterprises, no doubt, depended, in a great 
measure, where military considerations were not pai amount, 
on the volume of traffic. And though we have not sufficient 
data on the nature and amount of the bridge tolls in the 
different localities, the opinion may pei haps be hazaided that 
bridges were usually constructed at convenient centres of heavy 
traffic, to facilitate the exchange of co nmodities Or, might 
it have been merely to fuither the geneial interests of the 
realm ? In places where bridges did not exist, boats were 
generally used for ciossing the rivers , and these were available 
m sufficient numbers in almost all the important ghats or 
river stations 


^est Somes, 

Saraw or inns were also one of the necessary pre* 
requisites of mland travel in the mediaeval days, when 
several weeks were occupied m covering a distance of only a 
lew hundred miles. Necessary as abodes of shelter and rest 
at convenient distances, where merchants and travellers could 
break then journeys, they were made indispensable by the 
comparative insecurity of the times as fortified places of 
refuge And in India, from very early times, princes as well 


* Imperial Qaeetteer, Vol XVII, p 38S 
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as private individuals liuilt aaiaiH or cliaultries throughout 
the laud to meet the needs of the travelling public. The 
building of these rest-houses, like the excavation of tanks and 
■wells, and the erection of hospitals, was considered to be an 
act of religious duty among the Hindus , and it is interesting 
to observe in this connection that a large number of sarais 
were built in those days by the munificence of the predeces- 
sors of the present Marwari community, who have now been 
rightly famed for their generous benefactions toward the 
establishment of dliai masalas in almost all the important 
centres of religious sanctity The names of sarais, like Sarai 
Ajitmal, Sarai Jagadis, Sarai Mulchand, Mulukchand, 
Badridas, etc— as noticed by European travellers and by the 
author of Ghahar Chilshan (cir 1720 AD ) — clearly point to 
their Jam origin 

The necessity for the maintenance of sarais or rest-houses 
at convenient distances for the convenience and safety of 
travellers seems to have been clearly recognised at least as 
early as the days of the Mauryas, if not earlier.’ Kegarding 
the construction of sarais and the principles of their adminis- 
tration, the Siikramh observes “ The sarais or rest-houses 
for travellers are to be built strong and provided with tanks 
Between every two gramas a sarai is to be built It is to be 
daily cleared and well-governed by the rulers of gramas 
The master of the sarai is to ask the following questions of 
the travellers coming to it — Whence are you commg, and 
why? Whither are you going? Speak truly. Aie you or are 
you not with attendants ? Have you any arms in your posses- 
sion and have you any conveyances with you ? What is 
your caste ? What are your family and name ? Where is 
your permanent residence ? After asking these questions the 
master of the rest-house should note them down and in the 
evening, having taken away the traveller’s arms, should 


* See V A Smith, iaiZy Uii){oiy of India (3rd od ), pp 1S2, 296, 344 
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advise him — “T.ihc sleep caierullv.” H.uini; counted the 
luimher of men in the house and shut its gate, he should have 
it matched hy the guauK norking for three hours each, and 
auaken tiic men in the moining He should give hack the 
<irms, count the men and then let them off hy opening the 
gate and accompany them up to the houndaiy line These 
iniunctions give us some idea ahout the general conditions of 
the times, and the necc'^sitj of taking due precautions for the 
safeh of the tiavellers, as veil a^ of the general public against 
undesuahlo neiv-comers 

The first interesting leference to saiais during the period 
under leview, as has been already ohsel^cd, is in connection 
vith the public vorks of Fiio/ Tughlak, vho is said, among 
other vorks of public utilih , to have constructed some 100 
sarnis in the different parts of his empire Ahout hundred 
yeais later (cir llTO A.D ), the Eussian traveller Nikitin 
obseives “ In the land of India it is the custom for foreign 
traders to stop at inns ” " In fact, this was the custom with 
native tradeis as veil, vhich Nikitm probably omits to 
mention Coming to cir 1510 AH, about Shei Shah, the 
greatest of the Pathan ruleis, we are told by Abbas Khan, the 
historian, that “ Altogether he built 1,700 sarais on vaiious 
loads , and in eveiy saiai he built separate lodgmgs, both for-^ 
Hindus and Musulmans, and at the gate of every sarai he had 
placed pots full of water, that any one might drink , and in 
every sarai he settled Biahmans for the entertainment of 
Hindus, to provide hot and cold water, and beds and food, and 
grain for their horses , and it was a rule in these sarais, that 
whoever entered them received provision suitable to his rank, 
and food and litter for his cattle from Government . . In 

every sarai two horses ivere kept, that they might quickly 
cany news”^ The sarais weie usually made of buck to 

’ Sukraniti, pp 34 36 See also p 29 India in the Fifteenth Century, p 10 

’ larikh i Sher 8hahi — Elliot, IV, 417 18 See also Khulasat ut-Taisiankh, vrluoh 
bays I “m eveiy taiai food (cooked) was supplied to Muaulmon travellers and floui and ghee 
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make them stroai; and safe , and several watchmen were 
appointed to keep guard over them The entire sarai estab- 
lishment was maintained from the land near the sarai 
Akbar, Jahangir, and the other Mogul Emperors are also said 
to have built sarais for the comfort and safety of travellers 
and merchants throughout their dominions.' 

Sarais or chaultries, though perhaps not so numerous as 
m the north, were not uncommon in the South They were 
specially prominent m the important centres of trade activity 
Pyrard de Laval speaks of inns at Calicut, where “ food and 
lodging have their price ” ® Tavernier mentions several 
beautiful sarais at Aurangabad, Golconda, and Tenara, 
“ having two storeys, wliere there are large halls and 
chambers, which are cool ” “ There are small chambers 
destined for poor travellers, and every day towards evening 
they receive a dole of bread, rice or vegetables alieady 
/'cooked , and to the idolaters, who eat nothing which has been 
prepared by others, they give flour to make bread and a 
little butter.” ^ Bowrey also speaks of the great relief 
and convenience which all travellers had in the Kingdom 
of Golconda, which maintained, at the King’s expense, 
small houses at every four or five miles to serve milk or 
congy (water boiled with rice) to thirsty travellers, and sarais 
at every twelve miles for the convenience of lodgings, for 
any comers or goers, the first come first served, without any 
respect of persons ” ^ A Mysore inscription (AK 82) tells 
us that in 1234 AD in the Hoysala country groves were 

to tlie HinduB by the Government," and £ha6 Kban, who writes " There were arrange 
iiiente for giving cooked food or raw victuals to every wayfaier, Mu$uliitan and Hindu 
Servants were employed for cooking food those employed for the Hindus were (knoem 
as) BhaUara and Phatian ((') "—Prof K Qanungo, Rher Shah, p 391 

‘ jim, I, 222 , Elliot, VI, 284 = Pyrard, I, 41 

’ Tavernier, I, 146, 162, l73 Of these sarais, a large one of which bo found m rums 
at Pnttehpur in Upper India, observes Hebor " '1 hese sarais are generally noble monu 
ments of individual bountj , and some were in ancient times liberally endowed, and fur 
nished supplies of grain, milk, apd grass gratis to the traveller, as nell as Bheltor” 
Journey in India (1824 26), Vol II, pp 26 27. ‘ Bowrey, p 117 
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planted from y o') ana to yojana (about nine miles) for the rest 
of travellers. “ Of the Mvsoie King (Dodcja) — Deva-Raja 
(1659-72 A D ), it IS said (lig 37) that he made wells, ponds, 
and tanks, with chatras or inns from road to load He is 
also said (yd 54) to have established oliatras in every village 
for the distribution of food, as well as (Sr 14) at every 
yojana on all tbe roads fiom Sakkarepattana (Kadur District) 
m the west to Seleya-pura (Salem) in the east, and from 
Chiknayakanhalli (Tumkur District) in the north to Dhara- 
puram (Coimbatoie Distiict) m the south.” ^ Even as late 
as 1772, James Eorbes, a servant of the English East India 
Company, writes “ The serai or principal caravansary at 
Surat, was much neglected most of the eastern cities contain 
one at least, for the reception of strangers , smaller places, 
called choultries, are erected by charitable persons, or 
munificent princes, in forests, plains, and deserts, for tbe 
accommodation of travellers Near them is generally a well, 
and a cistern for the cattle , a brahmin or fakeer often resides 
there to furnish the pilgrim with food, and the few necessaries 
he may stand in need of ” ® 

That sarais were also plentiful and well maintained in 
Northern India at least to the close of the l7th century is 
sufficiently clear from the accounts of contemporary European 
travellers, like Einch, Mundy, Bernier, Manucci, and others 
Regarding the Agra — Lahore road, observes De Lafet m 1631 
AD, “At interval of five or six coss there aie Sa?ays 
built either by the king or by some of tbe nobles ” ® Ifanucci, 
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who spent over half a century in India (1655 to 1717 A.D ), 
says that on every route throughout the Mogul Kingdom 
there were sarais n Inch were like fortified places, and each 
of which might hold from 800 to 1,000 persons with rheir 
horses, camels and carts , and that the routes specially between 
Agra and Dacca were much frequented, and were full of 
villages and sarais, food being good and cheap ^ Some of 
these sarais were vei y beautiful and strong Ofihesaraiat 
Chaparghata, an imoportani commercial mart in Upper India 
in those days, says Finch Here is one of the fairest sarais 
in India, like a goodly castle than an inn to lodge strangers 
able to lodge a thousand men.” * Mundy says that this 
” fairest ” of the sarais that he had yet seen “ had four fair 
towers at the four coiners, and two stately gates at coming in 
and going out, with a very high wall round about, full of 
battlements ” ® The Nur Mahal Sarai at Agra, obseiwes 
Mundy, “ is a very fair one, built by the old Queen Nur Mahal 
for the accommodation of travellers, m which may stand 600 
horses, and theie may conveniently lye 2 or 3,000 people , 
all of stone, not one piece of timber in it, the rooms all arched, 
each with a several copula Mundy further alludes to 
another very beautiful sarai at Patna, “ the fairest sarai that 
1 have yet seen, or I think is m India It hath two fair 
courts, each having warehouses round about beneath, and 
rooms with galleries to lodge in aloft, a very stately entrance, 
lying by the river ..These are usually in great cities, but 
the other sort of sarais aie in all places.” ° Bowrey notices 
“ one of the finest ” chaultries or sarais at Hugly, a great 
centre of tiade in those days ^ 

Berniei, who has little praise^ for the eastern caiavan- 
sarais, observes, m connection with the Begmi Sarai at Delhi, 

' llatwrci, cd Tr\ine, I, 68, II, 90 The great Katia (caravanaemi) on the river bank 
at Dacca, bnilt by a Mogul Viceroy m 1646 A D,, ja still in existence —List o/ .Incif a# 
Monuments tn Bengal, p 198 ’ Purchae, IV, 68 ’ Mundy, 11, 89 

‘ Ibid, p 78 ‘ 3'' tidy, II, 169, ® Btnorcy, p, 167. ’ See his Traiels, p 233 
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built by Shall Jab an ’s eldest daughter • “ The Kamansam 
IS in the form of a large square with arcades, like our Place 
Royale .. . .Above the arcades runs a gallery all round the 
building into which open the same number of chambers as there 
are below This place is the rendezvous of the rich Persian, 
Usbeic, and other foreign merchants, who in general may be ac- 
commodated with empty chambers, in which they remain with 
perfect security, the gate being closed at night If in Pans 
we had a score of siradar structures, distributed m different 
parts of the city, strangers on their first arrival would be less 
embairassed than at present to find a safe and reasonable lodg- 
ing Such places would become warehouses for all kinds of 
merchandise, and the general resort of foreign merchants ^ 
The Begum Sarai was no doubt one of the richest sarais 
m all India, which could thus elicit the unstinted admwation 
from the celebrated French traveller The generality of the 
sarais could not indeed be so rich and comfortable They 
appear, however, to have been on the whole fairly safe and 
commodious as places of shelter and refuge to the weary 
traveller and mercliant The following description from a 
very rare work, entitled An East-India Collation by Christop- 
her Farewell, an English factor, who came out to India in 
161dj, gives probably a fair estimate of the ordinary Indian 
sarai — It is “ a spacious place made of purpose for all 
travellers, natives as else (for they have not the use of inns 
as in Christendom), with commodious warehouses round 
about, of one story, four square, in the manner of galleries , 
and under them dry walks and places to feed their coach-oxen, 
camels, elephants and hoises, but in the middle all open, like 
our Exchange , it being supposed that every merchant, 
gentleman or nobleman hath his tent or coach to sleep in , 
if neither, they make the best shift they can , and for their 
provision they bring it with them, or buy it in the town ” ® 

* Bemier, p 281 ’ Boe, I, 90, note 2 See also Della Valle, I, 95, 100.. 
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Nature and Extent of Land Transjwrt. 

The bullock-carts and the pack-animals, principally the 
ox and the camel, were the chief means of land carriage in 
India before the days of mechanical transport. These traver- 
sed long distances m large companies. Sometimes Oafilae or 
caravans of as many as 10,000 and 20,000 animals were seen 
passing from Bengal to Agra, and from Agra to Surat, led 
by a specialised class of carriers known as the Banjaras ^ 
These Banjaras were a nomadic tribe of public carriers, 
continually moving from place to place with their women 
and children and household goods They had their own oxen, 
some of them possessing as many as 100, while others had 
even more or fewer ; and they all had a chief who acted as 
their prince.® They not only supplied the needs of the civil 
population, but were often employed to supply provisions 
to large armies in the field.® Some of them again were in- 
dependent merchants who made their profits by buying in 
the cheap and selling in the dear market They thus consti- 
tuted an important element m the social organisation of India 
before the era of the rail-road, and were in many parts 
indispensable for purposes of land tiansport The following 
interesting description regarding the Banjaras, is given by 
Mundy — “These Banjaras carry all their household along 
with them, as wives and children continually driving from 
place to place Their oxen are their own They are some- 
times hired by merchants, but most commonly they are the 
merchants themselves, buying of grain wheie it is cheap to 
be had, and carrying it to places where it is deaier, and fiom 

* " Thoir jmme is derived from tee Sanskrit Vanijya or Vanijya kara, ‘ a raer- 
ohkiit" — Ovook, Tribes and Castes of S IT P and Oiidh, Vol I, p 149 

* raiicmier, I, 40 

* Their first mention in Muhammadan history in serving armies is in connection 
TVith Seonnder Lodi’s campaign against Gvralior (1605 A B ) — Elliot, V, 100 It was 
these Banjaras again who afforded snoh aBsistance to Lord Cornwall is in his war with 
Tipn Sultan in 1791 A D — Bee Mill, Btstory of British India, Vol V, ch IV 
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tlieuce agnin relade tbeniselves with any thing that will 
yield heiielit in other place'?, as salt, sugar, butter, etc.” ^ 
Of these Bai^paias or ‘ Bnnjairies,’ \\ho were not ousted fiom 
their hei editary occupation till long after the introduction 
of the railways, observes jMalcolin " • — “ They live in tents 
every place aAhcre they pitch is their home, and that of their 
families They come and go to difl'eient countries, as their 
sei vices aie requiied to supply armies and to cany on com- 
nieice Their number in any one province lises or falls 
like an article in trade, according to the demand ” 

Some idea regaiding the nature and extent of animal 
and cart transpoit in ^Mediaeval India may be obtained from 
the following consilience of testimony — Observes Roe — "I 
met in one day 10,000 bullocks in one troupe laden with 
coin, and most days others, but less,” near Burhanpur ® 
Piom Surat to Cambay, Della Yalle travelled with a Caiila 
which was “ so great and the coaches so many, that in certain 
nariow places we weie fam to stay a good while before we 
could go forwards, 3ust as it happens m the stieets of Naples 
and Rome at solemn pomps ”■* Near Rampur Aphoi on 
the Ganges, Mundy speaks of having met a Tanda or camp 
of oxen, “in number 14^,000, all laden with gram, as wheat, 
rice, etc” As each ox carried four gieat maunds, each 
maund being equivalent to sixteen gallons, the total quan- 
tity carried was 112,000 bushels, London measure And 
many others were coming from the eastern parts, “ all going 
for Agra, from whence it [the gram] is again carried to other 
places ” Two days later, near Shahazadpur, Mundy met 
another Tanda of oxen, “m number 20,000 (as themselves 
said), laden with sugar, of which there could not be less than 


* Mundy, II, 06 96 See also Tavernier, 1, 40 

’ Memoir of Central India, Vol II, p 162 » Roe, I, 88 

' Della Valle, I, 63 In some narrow Eonds one la “ obliged to wait two or three 
days till all [caravans] have passed ” — Tavernier, 1, 40 
•' Mandy, II, 95 
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50,000 English hundred-weight, at 2^ hundred- weight to 
each ox.”' Munrly also notices a peculiar contrivance, 
familiar to us down to the present day, the bamboo hanque^ 
“ more steady than any other hind of invention that I hnow,” 
in which the KaJiars carried China and other brittle ware 
and water, travelling at the rate of twenty-five or thirty 
niiles a day." Regarding the transport by oxen, Taveinier 
remarks : — “ They give an ox a load n eighing 300 or 350 
livreSf and it is an astonishing sight to behold caravans 
numbering 10,000 or 12,000 oxen together, for the trans- 
port of lice, corn, and salt, .carrying rice to where coin 
only grows, and corn to where rice only grows, and salt 
to the places where there is none ” ® Thevenot also speaks 
of havmg met with caravans of above 1,000 oxen near 
Aurangabad coming from Agra laden with cloth.* 

Camels were used as means of transport principally m 
Rajputana and in the caravan trade with Central and Western 
Asia. Eor internal transport they do not appear, however, to 
have been as prominent as oxen Tavernier says that camels 
were used by the Banjaras m caravans but rarely, they being 
“ specially reserved to carry the baggage of the nobles.”® They 
were also mostly used for purposes of military transport 

Merchants from the furthest parts of India, even from 
Bengal, earned on caravan trade with Boghar, the great mart 
of trade m Bactria, where they took all kinds of cloth and 
brought wrought silks, red hides, slaves and horses ® Roe 
notices caravans yearly passing from Agra to Cambalu 
(Peking ) '' According to Richard Steel (1615 A D.), “ twelve 
or fourteen thousand camels lading ” generally passed through 
Kandahar for Persia, and there was overland trade in spices 


' aftMidj/, II, 98 ’ ir«ndi/,lI,llB, seBlllnBlration No 18, N 

• Tam n\er, I, 39 * Thevenot, p 73 

, ' Tavernier, I, 40 * Jenkinson (1668 A D ) — Eakluyt, 11, 472 

’ Roe, I 97 The jom-noj ocoupieO moie tlian two years according to Terry f 
PiiroJiw, IX, 16. 
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from iVIasiihx)at.im to Persia via. Liiliore.’ As observed by 
Bernier, cara\ans also passed to Tibet and China from Kashmir 
as veil as Patna, importing chiefly musk,' China v^ood, 
ihubarb, crystal, 3 adc, wool, etc “ Accoiding to the Khnlasat, 
a laigo amount of traffic was carried on at Bahiaich, a laige 
ton 11 on the Sarajn, where “ from the northern mountains aie 
brought many articles loaded on the backs of men, goats, and 
hill pomes and at times there is a great and ceaseless 
crowd; merchants fiom all sides come here, make purchases, 
and gam piofit ” 

111 caravans, vhich often consisted of both animals and 
carts, the caits did not ordinarily consist of more than one 
hundred or tv 0 hundred at the most ^ In 1595, the Third 
Jesuit Mission ivcnt from Surat to Lahore with a large caravan 
comprising 400 camels, 100 horses, and 100 wagons, besides 
a large number of poor people on foot° 268 camels and 109 
Ctirts formed Mundy’s caravan m bis journey from Agra to 
Surat for carrying indigo and saltpetie “ Carts v^ere usually 
diawn by two oxen But heavy vmgons were drawn by teams 
of oxen, “ yok’d eight, sometimes a dozen or sixteen times 
double”^ Pegdi ding caravan traiispoit in India, Eryer ob- 
serves — “ Conti ary to ivhatevcr we found in any place of 
Persia, where are neither carts, coaches, or wains There we 
seldom meet any to turn us out of our way, heie the loads 
are pestered with caphales of oxen, camels, and buffaloes, 
with heavy wagons drawn by teams of oxen bringing 

and cariying goods of all sorts ” ® 

The Banjaras as well as the Cafilas or caravans were 
usually armed — sometimes special guards were provided — as 
the roads were often pestered with thieves and robbers.^ 

* Purchaa, IV, 269, ’ Bernier, pp 426 27 

’ India of Auiangzel, 'p 82 See also dtji, II, l72 * Tavernier, I, 12 

' Vincent Smith, AVbar, p 413 ® ilitndy, IT, 277, note 1 

^ Fryer, III, 166 See also Taverniei, I, 42 ' Fryei, III, 166 

“ They ivere uanally armed with matchlocka, hovrs, arrows, swords and shields “as a 
protection against petty thieves From the sovereigns and armies of Hmdnsthan they have 
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‘ Peons ’ or ‘soldiers’ were jilways available lo accompany 
caravans on payment of a small remuneration, about rupees 
four or five, a month. The insecurity of the way was, in 
cartain places, so great that notwithstanding a great deal of 
vigilance and special watch, theft and robbery were often 
committed on the highways, and Mere tlius a great hindrance to 
easy communication betM'’een the dificient paits of the land. 
There was besides a great handicap to inland traffic on account 
of the tolls and customs, levied at various centres in the 
different parts of the country The abolition of the tamgha 
(inland tolls) and the jasyah (poll-tax on the Hindus) by 
Akbar in 1662 A D. probably gave some impetus to inland 
traffic, but, on the whole, the customs barrier between the 
different parts of the country seems to have prevailed through- 
out the mediaeval period ^ 

From the accounts of some of the European travellers, m e 
may gather the following interesting information regarding the 
cost and duration of land travel between certain parts of India 
during the I7th century Between Agra and Surat, the 
piincipal outlet for the goods of the Mogul Empire, there 
M’-ere two mam roads, the eastern by way of Gwalior, Sironj, 
and Burhanpur, and the western by w^ay of A 3 raere, Pah (the 
chief commercial mart of Western Rajputana), and Alimada- 
bad In Bernier’s time, the Surat-Ahmadabad-Agra road was 
better than the direct road by Burhanpur and Gwalior ; but it 
was more perilous on account of dangeious raids by outlaws' 
In 1631, Mundy travelled from Surat to Agra via Burhanpur, 
a distance of about 396 kos or 561|- miles in 63 days, spending 
a considerable amount of time in observing things of note on 
the way ^ When the journey was continuous, without much 


no apprelienBioBB Even contending armies allow them to pass and repass pafely," a practice 
m great advance ot the piratical system ol warfare in Europe — Ether's Journey, II, 444, 
661 See also Mundy, II, 262 , and Irvine, Amiy of the Indian Moouls, p 192 
’ 4iii, I, 189, Dow, Hindustan, lim 
’ Bernier, p 292 


* Mundy, II, Eolation VI 
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intermission on the the distance could piohably he 

covered in about 40 days Bernier notes that wine was 
carried from Surat to Delhi m 46 days ^ According to 
Tavernier, one could travel from Surat to Agra in a carriage 
m about 35 or 40 days - It took from 30 to 40 days to travel 
between Agra and Patna, a distance of about 650 miles ® 
Prom the first English commercial mission from Agra to 
Patna under Hughes and Parker (1620-21 AD), we learn 
that the normal cost of land transport between the two places 
including the ordinary trade risks from lobbery and damage 
by ram was from Rs 1;^ to Rs 2^ per maund of 62-|-lb ^ 

The facilities of internal transport and communication 
m mediaeval India thus appear to have been, on the whole, 
fairly adequate, according to the necessities of the age, so 
that even the inland mart of Delhi could always remain full 
of provisions and other valuable articles of merchandise from 
various parts of the world Regaidmg the bustle of commeicial 
life and trade activity in the great bazar at Delhi, we have the 
following interesting remarks in the KJmlasatu-t TaioariJcli 
(1696 AD) — “ In this bazar, — where all precious and raie 
things of eveiy country, port and city, and all wonderful 
articles can be had, — are brought and sold at one place, the 
lubies of Badakhshan and sparkling peails and sapphiies, 
lustrous pearls of Oman, bright peails, corals, and other 
lustrous 3ewels of sea and mine , at another place various 
kinds of cloth, merchandise, weapons, foodstuff and dunk, 
perfumes, and other articles which men require At another 
place, manv kinds of dry and fiesh fruits of every country 
. Elsewheie elephants of renown, wind-paced horses and 
swift Sumpter camels, and other animals in thousands and 
thousands . Every day the bustle of the buying and 
selling of all commodities is great, and the crowd of buyers 


< 


'■ Bernier, p 263 
’ llundy, II, App, D 


’ Tavernier, I, 46 
* Ibid 
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and sellers is beyond limit or calculation, so much so, that 
you may here collect m one day all the royal articles suita- 
ble for the requirements of a kingdom ; and the necessary 
outfit of a thousand soldiers can be got together in one hour, 
without the delay of preparation.” ’ 

Means of Travel ami the Manner of Th'avelUng. 

Nearly half a century back, there was little occasion 
for distant travel in India except on religious pilgrimage 
People generally stayed near their own homes, living on tlie 
products of agriculture or some other minor handicrafts. 
Travel for service or employment was almost unknown 
‘Whenever one wanted to move from one place to another, 
one either walked on foot, or rode on oxen, or travelled in 
carts and carnages, in the absence of facilities for water com- 
munication, when almost invariably boats were used. Various 
kinds of litters, doolies^ choiodoohes and lyaJkis, etc , were also 
used for land travel. The Sanskrit work, Ynhti-Kalpataru, 
wwitten by King Bhoja about the 11th century A I) , con- 
tains detailed descriptions of various kinds of litters, such 
as the dola, the chatvrdol, the ashtadol, and the paryanla 
These litters had different sizes, and were known by distinct 
names, such as the Bijaya, Mangala, Krura, Eshema, 
Mntuy, Vira, Sinlia, etc. They were of two classes, covered 
and uncovered. Some of the ashtadol litters, which were 
carried by eight men, are said to have been as large as 8 
cubits in length, 8 cubits in breadth, and 6 cubits in height " 

The Indian carriages, the precursors of the modern ehlca 
and the tonga, as we have already seen, ivere drawn by oxen, 
which could lun and gallop like hoises, travelling at the 
rate of 12 or 16 leagues a day. There was “an abundance of 

' India of Aurangteb, pp 6 6 

’ See TtiUi Kalpafaru, edited by Pandit lewar Ohapdra Saatn (Oaloutta, 1917), pp 
216 22, 
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coaches” in India, observes Della Valle , and “with these 
they not only go in cities, but also for the most part travel 
in the country ” ^ A coach with two oxen could be hired, 
as Tavernier infoims us, for about a rupee a day , so that the 
whole 30 urney from Surat to Agra, which occupied from 35 to 
40 days, cost about B.s 40 or 45 “ Drom Surat to Golconda,” 

fuither remarks Tavernier, “it is nearly the same distance 
and the same price, and it is m the same proportion through- 
out the whole of India ” ^ We also learn from Thevenot, that 
the hue of an Indian coach was about 25d. or half a crown 
a day ® , and this amounted to about a rupee in those times. 
The lates for the hire of conveyances on the European model 
and hoises m the year 1800, as it appears from an advertise- 
ment of one Mr Dexter, a stable-keeper in Calcutta, were 
the following — 



Pei Day 

Pei Month 

A coach and four 

B.S 24 

300 

A post chaise and pair 

„ 16 

200 

A pair of horses 

, 10 

130 

Buggy and horse 

„ 5 

100^ 


Palanquins, dohs, and other kinds of litters were also 
much used for travel, not only in cities, but for distant jour- 
neys “ This mode of carriage,” remarks Pietro della Valle, 
“is very usual m India, not only in cities, but also in journeys 
which are of sufficient length ” ® The palanchino or palan- 
quin of the European travellers is probably the same as 
Abul EazTs sukhamna, which was “ conveniently adapted 
for sitting in, lying at full length or sleepmg during 
travel ” ® It was not like the palanquin of to-day, but 

* Bella Valle, I, 21 , also Tavernier, I, 44. 

’ Taiemier, 1, 46 

’ Thevenot, p 63 

* The Good Old Days, etc , Vol I, p 189 

“ Della Valle, I, 183 84, also p 31 

“ Ain, II, 122 They ■were “ the most convenient and honourable carnages” in those 
days, according to Pietro della Valle — Vol I, p 183 
8 
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something similar to the modern tmjmi, or to the litter 
known as the munclieel (manchal) in the Madras Presi- 
dency ^ It was usually carried by lour men, hut for distant 
journeys eight or twelve men were employed for relieving 
one another Then, as now, the Kahars carried the 
palanquin , and they walked “ so evenly that the man inside 
IS not inconvenienced hy any jolting As observes Taverniei, 

“they travel in this way faster than our chairmen in Pans, 
and with an easier pace, being trained to the trade from 
an early age ” , and they could thus travel up to 13 or 14 
leagues a day.* The pay of the palanquin hearer was Rs. 4 
a month ‘ for everything,’ up to Rs. 6, when the journey 
was long, lasting for more than 60 days'* Palanquin 
travel, though more comfortable, was thus more expensive 
than travel hy the carnage , and it was generally resorted 
to only by the wealthier members of society. The palanquin 
and the bearer formed a regular establishment with 
many European gentlemen and other great people for land 
travel m India till the opening of the railways In the 
latter part of the 18th century, the Onya bearers m Calcutta, 
we are told by The Good old Days of Don' hie John Company, 
made large sums of money in their business, so that m 
some years they could carry to their homes as much as 
three laJchs of lupees® Considering the average income of 
the bearers to be about Rs 60 per man per annum, and 
supposing that each man could save some Rs 30 per year, 
there must have been some 10,000 bearers in Calcutta to carry 


* Bowrey, p 80 , illnatrntion , ilundy, II, illaatratioa No 12 
jliii, I, 25-i 

’ Tavernier, 1,46 Alao Bowrey — They "mil carry one 40 miles per dicm mtli 
no great difEcuUy," p 87 

‘ Tavernier, I, 40 "Common bearers get from 120 to lOOti ’’ per month, t e , Its 3 or 4 , 
.liri, I, 25J They nro “sntiaCod with a rcry small reward”, Bella Falle, I, 185 
In 1800, the paj of the Onyn bearer in Calcntln ^insnbout 3 aa a daj — The Good 
Old On ys etc , II, 70 

- The Good Old Bam, etc , II, 70, StnicamuK, I, 408, 623, 
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Rupees three lalclis to their homes And if we may suppose 
that there were some 8 men per palanquin, there were about 
1,200 palanquins m Calcutta toward the close of the 
18th century The rates of travelling by pajki dah in 
1796, as it appears from the Post-Master- General’s notifi- 
cation, were — 


“Prom Calcutta to Benares Sa(Sicca) Bs, 600 
Prom Calcutta to Patna ,, „ „ 400 

And from the above to the intermediate stations at the 
rate of one rupee two annas per mile or two rupees four 
annas per coss ” ^ and the chaudol were also the 

principal means of conveyance for the great ladies of the court, 
who sometimes also travelled m the mikdembei\ a kind of 
comfortable fitter, on the elephants hack Elephants with 
mikdemhers or liauzes, similar to the modern Jioiodahs, were 
also used for distant travels by kmgs and princes The 
Great Mogul, according to Bernier, most commonly travelled 
in the takM-i-rawan, or smghdsan, which was carried on 
men’s shoulders ® 

In Rajputana, people rode on camels which went 
a great pace, 70 ordinary kos a day ® Horses, as has been 
mentioned above, seem to have been scarcely used either 
for ridmg or for drawmg carnages Tavernier, however, 
remarks that in the territories lying between Golconda and 
Cape Comorin there were no waggons, and that only oxen 
and pack-horses were used for the conveyance of men, 
and for the transport of goods and merchandise He further 


* The Qood Old Days, etc , I, 489 

= afun tty, II, Relation XIII , pp 239 40, illastration No 12, Bernier, pp 369 74, Ain, 
I, 131 ‘ They als6 put comfortable turrets on the backs of swift-paced elephants, which 

serve as a travelling sleeping apartment ” 

’ Mundy, II, 190, 246, 265 
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observes that in the absence of carnages, one has, in those 
parts, “ the convenience of much larger palanquins than m the 
rest of India , for one is carried much more easily, more 
quickly, and at less cost.” ^ 

Such were the methods of land travel in mediaeval 
India, and they were probably as good as any that could 
appropriately be devised in that age. It may be interesting 
to observe m this connection that the manner of tiavelling 
in India durmg that period was considered by the great 
French traveller, Tavernier, to be “ not less convenient than 
all that they have been able to invent in order that one 
may be carried m comfort either in Prance or in Italy,” 
the most civilised countries of Europe in those days “ 

The distant pilgrimages, that have been from time 
immemorial one of the common religious practices of the 
Hindus, were msuie m these mediaeval "conveyances in the 
pre-raiboad period. It may be interesting at the present 
day, to learn how hundreds, and even thousands of men, 
women, and children travelled in large companies, m those 
times, to the numerous holy places, scattered throughout 
the length and breadh of India “These pilgiimages,” 
remarks Tavernier, “ are not made, as in Europe, one by 
one, or two by two, but the population of a town or of 
several villages assemble m order to travel together in 
company . Each one travels according to his station 
and means, some m palanquins or litters, others m carriages , 
and the poor, some on foot and others on oxen, the mother 
cariying her child, and the father the cooking utensils”^ 
We may here briefly note some of the great pilgrimages, 
referred to by Mundy and Tavernier during the l7th 

* Taveinter, I, 176 About a century and a quarter oarlior, according to FemCo NnniZ 
(oir 1636 AD), palanquins were used by men of rank only lu the kingdom of 
Vijaynngar “ There are always at the court," says Nuniz, “ twenty thousand litters 
and palanqneens ” — Sewell, A Forgotten Empire, p 389 

* Tavernier, 1, 39 ® Tavernier, II, 244 45 
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century In his return 3ouiney fiom Patna to Agra - 
in 1631, Peter Mundy found near Rampur Aphoi a ‘ Z«7^/7 ’ 
(■^dng) of pilgrims, about 2,000 m number, going to Triveni 
and Rasi They were coming from Kathnvar in the 
modern Bombay Presidency The next day, Mundy 
refers to another similar Znng at Hathgaon Since his 
departure from Patna, j\Iundy speaks of having met no 
less than 100,000 people going on pilgrimage to Triveni and 
Kasi from various parts of the country^ In the year 1652, 
Tavernier speaks of having met near Emclipata (Vamula- 
petta) in the modern Madras Presidency, “ more than 4,000 
persons, both men and women, and more than twenty 
palanquins, each of which contained an idol,” going on a 
pilgrimage from Burhanpur and its neighbourhood to visit 
the great Ram Ram at Tirupati, in the district of North 
Arcot “ The next year, he describes meeting at Daulatabad 
a similar procession of more than 2,000 peisons, including 
men, women, and children, on their way to Tripatty pagoda 
from Thatta in Smd ® These evidences of long pilgrimages 
by large numbers of the Hindu population are instructive as 
showing that, despite the great extent of the country and the 
absence of the modern improved facilities of transport, distant 
]ourneys were not uncommon in mediaeval India, amongst 
others, for religious purposes 

Internal Seeurvty 

Security of life and property is one of the essential condi- 
tions for the successful prosecution of industry and commerce 
The farmer will hardly grow corn, and the manufacturer, 
finished articles, unless they can feel a reasonable amount 
of ceitamty that they will not be robbed of the fruits of 
their toil , and commerce will hardly thrive unless the mam 

1 ilitndy, II, 182^3 ’ Tavernier, I, 296, 
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loutes of traffic are well protected. A flourishing state of 
trade and industry in a country can thus be taken to be a 
fair index to the maintenance of internal law and order, 
without which the peaceful opeiations of life would indeed 
stand paralysed. No one could lion ever expect to find in the 
mediaeval days, .whether m India or m any other part of 
the world, the elaborate police regulations of modern times, 
or the amount of security that we now enjoy. The physical 
difficultj of enforcing law and order, in spite of the best 
wishes of the Government, were then, indeed, almost in- 
superable, specially m a vast country like India, which was 
filled with impenetrable hills and forests over a considerable 
portion of her extensive area Besides, the means' of com-, 
munication and the manner of transmitting intelligence 
were not, in those times, all that could be desired, from 
the modern standpoint, for a quick and effective method of 
dealing with the pioblein of internal disorder We have 
thus to bear in mind the shortcomings of the period for a 
judicious appreciation of the nature and extent of security 
that prevailed in mediaeval India 

The prosperous state of India, with its numerous thiiving 
centres of trade and industry and seaport towns, before the 
predominance of the English East India Company in the 
land, leads us to think that, in normal times, there was 
reasonable security for life and property throughout the 
country The duty of maintaining internal peace and order 
rested mainly with the watchmen and the heads of villages, 
the muhaddams, or the zemindars " The head of the village,” 
we find in the Sukramh^ "like the father and the mother, 
protects the people from aggressors, thieves and also from 
officers ” ^ The Hindu Kingdom of Vijaynagar m the South 
(1336-1566 A.H ) had developed a ‘ remarkably good ’ system 
of administration, and afforded adequate security to life and 


‘ Buh-amti, p 81 
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property, so that it could become one of the wealthiest 
kmgdoms in mediaeval India In this connection, Abd-er- 
Razzak, the ambassador from Shab Bokh to the Court of 
Yi]aynagar (MI2 A.D.), observes “ Security and justice are 
so firmly established m this city that the most wealthy 
merchants bring thither from maritime countries consideiable 
cargoes, which they unload, and unhesitatingly send into the 
markets and the bazars, without thinking in the meantime 
-.of any necessity of checking the account or of keeping watch 
over the goods”* The Bolognese traveller Vaithema (cir 
1606 AD) also testifies to the great security and justice 
that prevailed in Vijaynagar, and her consequent prosperity 
“In this kingdom,” says he, “you can go everywhere in 
safety.” “ The foregoing testimony regardmg mternal 
security in Vijaynagar is further corroborated by the 
Portuguese traveller Nuniz, who observes {cir 1535 A.D ) 

“ If he complains that he was robbed m such and such a 
province and in such and such a road, the King sends imme- 
diately for the captain of that piovmce, even though he be 
at court, and the cap tarn may be seized and his property 
taken if he does not catch the thief In the same way, the 
chief bailhf is obhged to give an account of the robberies m 
the capital, and in consequence very few thefts take place , 
and even if some are committed, you give some little 
present and description of the man who stole from you, and 
they will soon know by the agency of the wizards whether 
the thief be m the city or not , for there are very powerful 
wizards m this country Thus there are very few thieves in 
the land”® The just and efl&cient system of administration 

* iTidta tti the Fifteenth Century, p 14 

* Tarthema, pp 180, 147 “ The administration of justice in India has been the 

theme of general admiration from the earliest times B1 Ednsi [12th century] says 
Justice IS a natural instinct among the natives of India It is moreover on this account 
that visitors to their country have increased, that the country flounshes, and that the 
people thrive in plentv and in peace ” — Badger, Vaithema, p 148 note 

’ Seivell, A Forgotten Empire, p 38, 
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in Vijaynagar seems to have been well maintained long after 
the downfall of the Hindu Power in 1665 A.I).^ Under its 
native lulers, the Kangdom of Gujrat, as it appears from the 
testimony of Barbosa (c?n 1 615 A. I) ), maintained adequate 
seem ity and order within its boundaries '‘The people of 
this country,” observes Barbosa, “are kept in veiy good 
oidei, and governed with much justice and good treatment 
Bowrey is full of praise for the great safety of travel in 
Golconda, and its good and clean roads There was little- 
theft and robbery in the kingdom , and if any one was 
robbed, “a thing less common in this kmgdom than any 
othei,” he was compensated for the loss by the Government® 
Of the state of internal security in Northern India, we 
know very little till we come to the Mogul period In 
describing the Rajput civilisation m Northern India durmg 
the 11th and the 12th centuries A U , J Kennedy observes 
“Public and private wars were the universal fashion. But 
despite these wais, and the jealousy with which foreigners 
weie regarded, there was considerable communication between 
the different parts of the country. Commerce flourished, 
poets and pandits went from court to court, flowers fiom 
Kashmir and water from the Ganges are said to have been 
daily offered at the shrine of Somnath ”■* Durmg Pathan lule, 
Ghyasnddm Balban (1266-87 AL.), one of the ablest of the 
Pathan rulers, is said to have cleared many -jungles and 
suppressed brigandage ® In 1341, however, Ibn Batuta speaks 
of travelling being unsafe in India ® 

A beneficent administrator m a great many ways, Slier 
Shah (1540-45) was probably the first Muhammadan ruler in 
Hindustan to afford adequate security to life and propeity 
He “directed his governors and amiU to compel the people 
to treat merchants and travellers well m every way, and 


■ Reo Pyrard, I, 406-407 
’ Bcicrcy, 117 118 
^ riphinstonc, 373 


’ Barhona, p 61 

* Imperial Gazetteer, Vol II, p 316, 
« Ihid, 400 
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not to in-jure them at all , and if a merchant should die 
hy the Tray, not to stretch out the hand of oppression and 
violence on his goods as if they were unovrned , ” and he 
secured the country from outlaws by enforcing village res- 
ponsibihty, and making the village headmen, miiladdams, 
answerable for all thefts and robberies that were committed 
within their jurisdiction The mnicaddam must find the 
offender or compensate the loss The system is said to have 
worked well, and led to the disappearance of theft and robbery 
from the kingdom , so that travelling was safe, and "such 
a shadow spread over the world that a decrepit person feared 
not a Uustam ” ^ The efficiency of Slier Shah’s police system 
is also attested by Nizamuddin, who says Such was the 
state of safety of highways that if any one carried a purse 
full of gold (pieces) and slept in the desert (^.<? , deserted 
places) for nights, there was no need for keeping watch ” ® 

The roads were also fairly secure during the reign of 
Akbar, who " encouraged trade by an exemption from duties 
through the interior provinces, and by the invariable pro- 
tection given to merchants of all nations ” Reasonable security 
was also maintained by the other Mogul emperors, who 
were " invariably the protectors of the merchants,” so that 
through the " uncommon abilities of most of the princes,” 
Hindustan became " the most flourishing empire in the world 
during two complete centuries In the 26th year of the 
reign of Akbar (1681 A D ), a general census was taken of 
the whole empire with the object, among other things, of 
promoting internal security One of its important recommen- 
dations, m the words of Abul Pazl, runs as follows — " The 
officers were not to allow any one to reside, who was not 

* Tarxkh r 8her ShaTit— Elhot, IV, 420 21, 432 33 The pnnoiple of the restitution 
of stolen property ivas very early recognised in Hindu India See Prof D E Bhandarkar's 
Oarmichael Lectures (1918), pp 123 24 

* Talalat x AUarx, text, pp 232 33 — Qannngo, Sher Shah, p 897 

’ Dow, History of Hindustan, I, Introduction, Vincent Smith, Albai, p 412, 
Elliot, VI, 168,171 
9 
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engaged in some business or occupation, and they were to 
inquire into the arrival and departure of clever men, and 
ascertain Tvliether tlieir designs were good or evil, so that in 
a short time the true characters of the outwardly respectable 
and inwardly malicious might bo brought to the test This 
regulation was the moans of establisliing tranquility, and of 
providing security for the broad expanse of Ilmdustan.” ’ 

The maintenance of law and older rested in the town 
with the KoUoal and his police force, and in the country, 
with the Faujdar, the mnicacldam, and the village watchmen 
or cliauhtdars Throughout the Mogul period, the Kotwal, 
the Eanjdar, and the village headmen appear to have been 
held responsible for any loss from theft or robbery in the 
town and the country 

Elaborate regulations were laid down by Akbar’s Govern- 
ment for the guidance of the Kohoal^ whose police-duties 
with regard to the prevention and detection of crime may be 
best described in the words of Abul Eazl. The Kotwal 
“ should be vigorous, experienced, active, deliberate, patient, 
astute, and humane Through his watchfulness and night 
patrolling the citizens should enjoy the repose of security, 
and the evil-disposed lie in the slough of non-existence He 
should keep a register of houses and frequented roads and 
engage the citizens in a pledge of reciprocal assistance, 
and bind them to a common participation of weal and woe. 
He should form a quarter by the union of a certain number 
of habitations, and name one of his intelligent subordmates, 
for its supermtendence, and receive a daily report under his 
seal of those who enter or leave it and of whatever events 
therein occur And he should appoint as a spy one among 
the obscure residents with whom the other should have no 
acquaintance, and keeping their reports m writing employ a 
heedful scrutmy He should establish a separate mrai and 


' AUar Xama— Elliot, VI, 61 
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cause unknown arrivals to alight therein, and by the aid of 
divers detectives take account^of them He should minutely 
observe the mcome and expenditure of the various classes 
of men, and by a refined address make his vigilance reflect 
honour on his administration He should see to the 

open thoroughfares of the streets, and erect barriers at the 
entrances and secure freedom from defilement When night 
IS a little advanced, he should prohibit people from entering 
or leaving the city He should set the idle to some handi- 
craft He should remove former grievances and forbid any 
one from forcibly entering the house of another He shall 
discover thieves and the goods they have stolen or be respon- 
sible for the loss ” ^ Abul Pazl further observes that should 
there be no Kotwal, the Collector (of Hevenue) must take the 

duties of that office upon himself ^ 

During the second half of the 17 th century, Thevenot 

and Manucci also noticed that the Kotwal and the Eaujdar 
were responsible for securing the town and the country, and, 
that m the event of theft and robbery, they were either to 
find the offender or restitute the loss ® It is difficult to know 
how far these principles were earned into actual practice, and 
how far the officers evaded payment by cunning, which they 
could often do by throwing the burden of responsibihty on 
the people The system had however the effect of making 
the whole body of citizens wary and vigilant, and this led to a 
great decrease of crimes Thevenot remarks that the Kotwal 
almost always evaded payment for compensation by artful 
means? and he records an interesting case, m which the 
T'au3dur was obliged to compensate the loss of Rs 16,000, 
suffered by one Mi Beber, m the service of the Drench East 
India Company ^ 

Notwithstanding the best efforts of the Government, 
highway robberies were not uncommon m the land, specially 


’ Am t Alhan, Vol 11, pp 41 3 
= ITicioiof, p 20 5 ifa7iucci, II, 451 


- Jin, II, 47 
‘ TZicicnof, pp 20, 35, 
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in the out-of-the-way places And merchants could hardly 
travel over distant parts without sufficient guards, and would 
scarcely undertake the risks of a long ]ourney, except in 
company of a large caravan The insecurity of the roads was 
specially great in the hilly and 3 ungle tracts of Central India 
and Malwa, through which lay the mam route of traffic to the 
western seaports. These foiest tracts were the refuge of pro- 
fessional robbers, like the Bhils, the Gonds, the Moghees and 
otheis, who would, at every possible opportunity, set forth 
from their hidmg places and steal away goods even from a 
large caravan It is but rarely however that they had the 
hardihood and daring to openly attack a well-guarded caravan 
Hawkins’ (1608-11) denunciation of the state of internal 
security in the country, that it is “full of outlaws and 
thieves, that almost a man cannot stir out of doors, throughout 
all his [Jahangir’s] dommions, without great forces,” ^ seems 
to be too severe m the light of what we know about it during 
the same period Sir T. Roe (1616-19) and Terry (1615 A.D ) 
could hardly have travelled through Rajputana, probably the 
most perilous part of the country in those days, if the roads 
were so impassable to traffic The English ambassador, 
however, travelled from Surat by Burhanpur and Ohitor to 
Ajmir, at a time of political turmoil , yet he met with little 
obstruction or alarm, except occasionally from the mountain 
tribes ® And this was equally true of Terry, who travelled 
‘ very safely’ nearly four hundred miles from Surat to Mandu, 
with only a small company, and on his return journey, was 
attacked only once — ‘and that was about midnight’ — near 
Baroda ® And Banjaras and Gafilas were constantly passmg 
and repassmg through the same regions without, as it is 
appaient, of ever thinking of abandoning their hereditary 
profession 


’ HawkiDB, Toi/npcs, p 434 ’ Jioe, I, 86 105 

Smith, Akbar, p 418, Terry, A Voyape to East Imha (Reprint, 1777), pp 160 72 
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One o£ tbe \\ aj s of dealing ivitli the lobbers and sup- 
pressing brigandage during Iho Mogul period seems to have 
been the Aibolesale slaughter of tbe outlaws, and the erection 
of towers bedecked AAitb tboir beads, as a terror to tbe race 
of miscreants and law-breakers. Roe remarks that at 
Ramsor, 20 miles south-east of A.]mir, “ tbe King bad left 
the bodies of 100 naked men slam in tbe fields for robbery ” ^ 
About fifteen ycais later in 1631, Peter Mundy found at 
Agra several “ munanes ” [mmars] or little turrets, ivitb tbe 
beads of many thieves, that were lately taken and some of 
whom Avere roasted alive ” “ Tbeir bodies were bung up by 

tbe heels in a grove of mango tiees ’’ About tbe town, many 
of tbeir bodies Avere also placed on stakes " Tbe next year, 
Mundy met with more than 200 munanes from Bakewar to 
Cbapargbata, a distance of from 50 to 60 miles, on tbe Ganges 
valley. “Tbe way was so pestered with rebels and thieves, 
that there Aias no passing, so that the King sent Abdulla 
Khan, with 12,000 horse and 20,000 foot to suppress them, 
who destroyed all their toAvns, took all tbeir goods, etc ” ® 
This was evidently an expedition against certain tracts which 
bad lecently broken out into open rebellion In 1665, 
Tavernier noticed towers of beads near Kalabagb in Rajputana 
As it appears from Tavernier’s remarks, tbe Hindu Prince of 
Kalabagb and bis subjects were thus punished by Aurangzeb 
for tbeir undue and forcible exactions from the merchants 
that passed on tbe way ^ 

' Hoe, II, 860 

’ Mundy, II, 72 73 See illnstration No 6 See also the Archaeological Survey 

of India (XX, 149 150) on the “ 0/ior winSr” or Thieves’ Pillar at Delhi This haibarons 
and inhuman system of punishment ivas not peculiar to India It reigned in modem 
Europe even as late ns the 18th century While describing the state of insecurity 
of travel in England during tbe middle of the 18th century, Samuel Smiles observes 
“ A very common sight then, ivnB a gibbet erected by the roadside, inth the skeleton of 
some malefactor hanging from it in chains, and “Hang man’s — lanes ’’were especially 
numerous in the neighbourhood of London ’’ — Lives of the Engineers, Vol III, p 27 

’ Mundy, II, 90 

* Tavernier, I, 68 
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In Malwa and Gu 3 rat the travellers had often a special 
class of guards for their safe conduct, the “ Tcherons" or 
“ Gharuns^^ the well-known bards and priests of Rajputana. 
Regarding these “ tcherons,^'' observes Thevenot (1666 A I) ) 

“ If one have any of these with him he tliinks himself safe, 
because the man acquaints the robbers they meet, that the 
traveller is under his guard they compound with the 
robbers for a certain sum which the traveller gives them .. . 
The Banians make use of these people ” ^ As late as 1825, 
Heber observes * “ A few years back it was usual for 

merchants and travellers going through Malwa and Guzerat 
to hire a Oharun to protect them, and the sanctity of his name 
was generally sufficient, etc ” ” 

Since the closing years of the 17th century, the forces 
of disruption of the Mogul Empire were at work and the 
country gradually became divided into numerous small 
independent principalities and warring camps. During this 
period of disturbance and turmoil, when Northern India 
was m a veritable state of chaos and anarchy, there seems to 
have disappeared what law and order there was in the land 
during nearly the first two centuries of Mogul rule. The 
times were now propitious for the plundering raids and 
depredations of free-booting classes, like the Thugs and the 
Pmdaries, and nationalities like the Jats and the Mahi’attas, 
which probably hoped to consohdate their power and found 
a kingdom or an empire with the rich spoils of plunder 
Even durmg the lifetime of Aurangzeb, the Jats, under their 
Chieftain, Ohuraman, carried their plundering raids in the 
neighbourhood of Agra and Eathepur Sikri, and the Mahrattas 
as far as IJj 3 ain and Siron 3 And by the middle of the 18th 
century, the Mahrattas carried their depredations as far as 
Bengal, and became a terror to her peaceful citizens Besides 


* Thevenot, pp 13 14 

’ Heber, II, 464 See also Malcolm, Cenbal India, II, 131 36 
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their pcrioclioal ravages, ihc !Malirattas also levied heavy tolls 
on passing tralTic as the price of security from plunder ^ 
Security also di'^appeavcd during this later period from the 
Indus delta, where rohhcrics wcie committed, notwithstanding 
powerful guaid*;, hetween Tatla and Larribundar In this 
connection, Alexandar Hamilton records a case of organised 
rohhery, which is as follows “ In anno 1699, a pretty rich 
caffilla was rohhed hy a hand of four and five thousand 
villains the guard consisting of 250 horse were entirely cut 
oil, and above 500 of the merchants and carriers, which 
struck a terror on all that had commerce at Tatta ” " 

It IS interesting to find how^ever that peace and security 
still continued to reign in parts where the purity and equity 
of the ancient political system had prevailed. One of such 
places was Bishnupur, now a sub-division of the Bankura 
District m Bengal In the latter part of the 18th century, 
Abbe Baynal, the Drench author of the Ristory of Settlements 
and Trade %n the East and West Indies, wrote the following 
appreciative words regarding Bishnupur “ This fortunate 
spot, which extends about a hundred and sixty miles, is called 
Bissenpour. It has been governed, from time immemorial, 
by a Brahmin family of the tribe of the Hajahputs Here the 
purity and equity of the ancient political system of the 
Indian is found unadulterated This singular government, 
the finest and most striking monument in the world, has, till 
now, been beheld with too much indifference the govern- 
ment of Bissenpour, the offspring of a ]U8t attention to order 
, Liberty and property are sacred m Bissenpour 

Bobbery, either public or private, is never heaid of As soon 
as any stranger enters the territory he engages the attention 
of the laws, which provide for his security He is furnished 
with guides at free cost, who conduct him from place to place. 


1 mUot, VII, 248, 374 ff, 681 38 See also pp 410 12 

’ A Xeto Account of the East Indies (1638 1728) — Pinkerton, Voyages, Vol VIII, p 304 
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and are answerable for his person and effects . , , Tliey are 
so far from being guilty of an in 3 ury to each other, that who- 
ever finds a purse, or other thing of value, hangs it upon the 
first tree he meets with, and informs the nearest guard, who 
gives notice of it to the public by beat of drum. These 
maxims of probity are so generally received that they direct 
even the operations of government ” ' Mr, Holwell, the 
Governor of Calcutta, speaks in the same way of Bishnupur 
in his Interesting Sislorieal Jivents^ which was published in 
1766 “ But, in truth, it would be almost cruelty to molest 

these happy people for in this district, are the only vestiges 
of the beauty, purity, piety, regularity, equity and strictness 
of the ancient Indostan government. Here the property, as 
well as the liberty of the people, are inviolate Here, no 
robberies are heal’d of, either private or public the traveller, 
either with or without merchandize, on his entering this 
district, becomes the immediate care of the government, which 
allots him guards without any expense, to conduct him from 
stage to stage * and these are accountable for the safety and 
accommodation of his person and effects ” ^ 

The following remarks of the hnjjenal Gazetteer with 
regard to the safety of inland travel and transport in mediaeval 
India, until probably to the closing decades of the reign of 
Emperor Aurangzeb, may form a fitting close to this section. 
The Qazettee'' says “ The necessity of maintaining a right-of- 
way and providing security to life and property on frequented 
routes was never lost sight of ; and the Mughal emperors, in 
particular, concerned themselves to mark out and guard the 
routes most used by the caravans which carried traders and 
goods from one end of India to another The roads were 
generally guarded at intervals by posts {ehankis) , between the 
chaukis the tracks were marked out by stones, pillars, or 

* jibbe Eaynal, ’History of Bettlements and Trade m the Hast and IVesl Indies, translated 
by Jnstamond (Edinburgh, 1776), Vol I, pp 326 28 

’ Polwell, Intel esltng Historical Events, p 198 
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avenues of trees. The zaniinclars through whose lands the 
roads ran proMdcd uatcliinen and were allowed 

to levy a small toll on the passing traffic. The cmalguzars^ 
or magistrates, ^^elc responsible for all goods stolen within 
their juiisdiclion. The security thus given was probably fau’ly 
efficient ' 


Conclnsion 

Having regard to the almost self-sufficing character of the 
dilferent parts of the country, the small development of 
teiritorial division of labour and the little interdependence 
betw eeii one pai t and anothei, and the eomparative absence* 
of traffic in such bulky articles as coal and iron, hide and jute, 
etc , the means of communication and the facilities for 
transpoi I in raedneval India may thus be considered to have been 
fairly adequate to meet tlie needs of the times India’s commer- 
cial piospeiity in the past lested, m no small measure, on the 
facilities of internal transpoi t, and the mamtenance of law, 
order and good government throughout the land. As we have 
seen above, the mediaeval Indian lulers were not, as is often 
alleged, unmindful of the general interests of their respective 
territories, and the common welfare of their people , and they 
were not a little instrumental in bringing about this happy 
consummation 


‘ Imperial Gazetteer, Vol III, p 403 
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Tee Post 

llie Post OjBfice, as ^xe understand the term at the piesent 
day, IS of comparatively recent growth In its beginnings, it 
was a mere state institution, and owed its origin to the 
necessity of maintaining communication between the different 
parts of a kingdom, and keep them in close touch with one 
another for administrative purposes Prior to the year 1837, 
India possessed no general postal system, and the v oik of 
maintaining communication betneen the different paits was 
in the hands of special messengeis, private or official 
Regarding early posts in India, wjites the Imperial Gaseiteer 
“ The conveyance of letters by such couiiers (kasid, patamar, 
or harkara) was extensively developed under native rule fiom 
eaily times. And it is interesting to notice tl at the 
vernacular words (dak in Northern India, and tappal in the 
South and West) are derived like the English woid, f>'om the 
stages at which relays of couriers, or other methods of 
conveyance, were stationed. ” * 

The earliest recorded instance of the post in medioeval 
India seems to be the one organised by the Pathan ruler 
Alauddm Elhilji, who came to the throne m 1296 According 
to the histoiian Ziauddm Baa’ni, the empeioi established hoise 
and foot posts, whenever he sent an army on an expedition, to 
furnish him with military news ® The emperor is also said 
to have received daily reports of the prices of things and 
occurrences in the kingdom ^ That the post was a well 

' Imperial Gazetteer, Vol III, p 418 

» Tanlh t Ftioz Shaln, EUiot, Vol IE, p 203 

• Fenshta, Persian text, p 187 , Prof K Qannngo, Sher Shah, p 895 
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organised institiitiou in India by the middle of the fourteenth 
century is sufficiently clear from the famous description of 
the system by the celebrated African traveller Ibn Batuta, 
who visited the land in 1311 A D. during the reign of 
Muhammad Tughlak. The system is thus described ' 
“ Thera are in Hindustan two kinds of couriers, horse and foot 
these they generally term ‘ El Wolak ’ {ie , Quick, hasting). 
The horse-courier, which is part of the Sultan’s cavalry, is 
stationed at the distance of every four miles As to the foot- 
couriers, there will be one at the distance of every mile 
occupymg three (consecutive) stations, which they term 
‘ El Davah,’ and making (m the whole) three miles .. ..In 
the hand of each is a whip about two cubits long, and upon 
the head of this are small bells he takes his despatches 
in the one hand, and the whip, which he constantly shakes, 
in the other In this manner he proceeds to the nearest foot- 
courier , and, as he approaches, he shakes his whip Upon 
this out comes another who takes the despatches, and so 
proceeds to the next Tor this reason it is that the Sultan 
receives his despatches m so short a time ” ^ A similar des- 
cription of the post during the period is given by the historian 
Shahabuddm Abul Abbas Ahmad, a contemporary of the 
African traveller ® The names of Secunder Lodi (14)88-1518) 
and Babar (1526-30) are also mentioned by Muhammadan 
historians in connection with the post Secunder is said to 
have “ established small posts at every place ” ® “ When- 

ever he sent his array m any directiohr two for /nans daily 
reached it , one in the eaily morning, giving instruction at 
what place it should halt after the day’s march ; and one at 
the time of afternoon prayer or m the evenm*^ cnriv^ 
direction ‘ Do this and that ’ This was never allowed 
be disturbed The horses of the fJok-chaukv were always 

' TraicU 0 } Ihn Batufa, Lee’s ^nzyj-f 101-102 

' See Elliot, Vol III, p 081 

’ Elliot, Vol T, p 102 



74 


INLAND TRANSPORT AND COMMUNFCATION 


kept in readiness Daily report of prices and occurrences ih 
the parganas of his dominion reached him every day ” ^ Em- 
peror Bahar is said to have ordered the measurement of the 
Agra-Kahul road, and the establishment of horse-posts all 
along the Tray It is stated in the Baba) Memoirs of that on 
the I7th of December, 1528, Chiqmaq Beg was ordered to 
measure the road between Agra and Kabul, and that he got 
out the same day to carry out the imperial msfructions The 
plan of work is thus described “ At every 9th Kuroh (cir 
18 m ), a tower was to be erected 12 qaris (24) or 36 ft ) high 
and having a char-dara (four-doored, open on all sides) on the 
top , at every 18tli Kuroh (oir 36 m ), 6 post-horses were to ' 
be kept fastened , and arrangement Tvas to he made for the 
payment of post-masters and grooms, and for horse-com ” ® 
It IS not however clear from the Memoirs if the good inten- 
tions of the Emperor were actually realised 

The reign of Emperor Sher Shah (164)0-46) might well 
be considered a landmark in the history of Muhammadan rule 
m India It was during his reign tliat various improvements 
were made in the diverse affairs of political and economic life 
and new principles of administration and justice laid down. 
As we have seen before, Sher Shah not only constructed 
roads and sarais, but established horse-posts throughout the 
empire, in order that every day news might be conveyed to 
him from the Ndah and Agra, and the very extremities of the 
countries of Bengal Altogether he is said to have built 1,700 
sarais on the various roads “In every sarai two horses were 
kept, that they might quickly carry news,” so that there was an 
establishment of 3,400 horses in Hmdusthan for the work 
of the Post^ Emperor Akbar (3666-1605) was probably the 
first to employ the camel post in India The following 

' Tdlalal I Allan, Persian text, p 17I , Qannngo, Sher Shah, p 3W 

’ ifcmoir^ of Ihlar, Section III, p 020 

’ Tart!h t Sher Shaht, Flliot, Vol IV, p 418 
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extiacl, from tho Jin-j Jlhro t ^\lll make it alnmdniitly 
clear that the post \ias a m^oII established iiistiiutioii in 
India during llio ‘>i\leentli centurj Savs the y/?;? • ^^Tiailmri 
IS (lie name given to a clas^ of Hindus who aic acquainted 
with the habits of (he camel They teach the country-bred 
hi camel so to stop as io pass over great distances in a short 
tune .Vltlioiigh from the capital to the frontiers of the enipne, 
intoevei.v direction, lel.iy lioises aie stationed, and swift 
runners have been posted at the distance of every four los, 
a few of these camel iiders are kept at the palace in leadi- 
ness ’ ’ 

Of the Euiopcan (ravelleis who visited India during the 
seventeenth century, Alex ander Hami lton is one wdio has 
the most graphic desciiption of the Tost winch he thus 

describes . “ The post ni the jMogiil’s dominions goes very 

swift, for at eveiy caiav’an -serai, which aie built on the high- 
roads, about ten miles distant from one another, men, very 
swift of foot, arc kept icady The Ictteis aie enclosed in a 
gilded box, which he that carries holds over his head when he 
conies near the serai, and giving notice of his arrival, another 
takes it, and mns to the next, and so on, night and day, at 
live or six miles in an hour, till it is carried wheie directed 
to, so that in eight days, advices aie hi’ought from the farthest 
parts of that large empire, to couit ” " 

Under the Moguls, there were various news-repoiters in 
the different parts of the empire known as (1) the ioaqai~navis, 
or the waqai-nigar, (2) the saioanih-mgar, (3) the hhujia-iiavis, 
and (4) the Uarlcara These regularly furnished news to the 
central Government, and acted under the orders of an officer 
of the Couit named the Darogali of DaL Chmiki, Superin- 
tendent of Posts and Intelligence, who received the letters 
and despatches and handed them unopened to the wazir for 


' Am (Blochmann), I, 147 48 
= Pinkerton, Voyages, Vol VIII, p 816 
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submission to the Emperor. Prom a Persian manuscript, 
‘ written not later than the early 18th century,’ we learn that 
was to be sent once a week, mca/w// twice, and the 
dkhhdr of harkara's once [? a month] and the despatches in 
cylinders {nals) from the ndkini and the chtoan twice every 
month, in addition to urgent matters (winch were to be re- 
ported immediately)^ The number of despatches sent from 
the provincial centres to the capital might have changed from 
time to time, but their frequency clearly indicates the neces- 
sity of the maintenance of a regular system of post throughout 
the empire ; and that the system was well maintained at least 
to the middle of the 18th century seems to he clear from the 
Mirat-i-AJimach or the History of Gujiat ivritten m 1748 by 
Muhammad Ah Khan, the diwan of the province. According 
to All Khan, the provincial news- writer had a large staff of 
news-writers called wdkiAh-nigar who worked in the various 
district and city courts and offices “ He received his news- 
reports every evening and embodied them in a letter which 
was sent to court hy camel post A second staff of news- 
writers called sdwdnih-nigar reported rumours A third set 
were the harkaras on the viceroy’s staff Postal chaukis or 
stations extended from Ahmedabad to the Ajmir frontier, 
each with men and horse ready to carry the imperial post 
which reached Shah-Jehanabad or Delhi in seven days. 
A line of posts also ran South through Broach to the 
Dakhan.” ^ 

In Mysore, we are told by Colonel Wilks, a regular post 
was established for the fir^t time throughout his dominions by 
Baja Chick Deo, niio ascended the throne m 1672 The Post 
Office in Mysore was not merely a passive mstrument for 
conveying intelligence, but an active one for obtaining it 
The post-masters and other mferior officers of the department, 


’ Jadunath Barker, Jfifjrlial .idmttnsfrafion, pp 97101 
® Boinhay Qaxetfeer, VoL I, Part I, p 214 
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l^esides performing tbeir ordinary duties, also acted as confi- 
dential agents of the goveinment, and furnished it Tvith 
regular reports of the secret transactions of the districts m 
which they 'weie stationed. The system was more fully 
developed under Hyder All * 

The post m medueval India was maintained for official 
purposes, and was not available for private communications. 
Private communications were carried on by special messengers, 
who were available in the important centies of trade. It is 
piobable, however, that government couriers delivered private 
letters for a consideration The private messengers were 
variously known as the JcancI, the ])atamar, or the ha7'kara m 
the different jparts of the country. The bazar kasids in the 
time of Peter Mundy (1628-34) carried letters from Patna to 
Agra m 11 to 16 days “ ‘ Nimble’ kasids could travel between 
Delhi and Surat in 16 to 20 days “ It ordinarily took 20 days 
for the jpatamar to travel between Goa and Masulipatam.'* 
According to Dr Pryei, the pa^awww’5 were ‘ the only foot- 
posts ’ in the Deccan ® 

The origin of the public post in India may be dated as 
far back as 1712, when for the first time private letters were 
allowed to be despatched by the Company’s peons {kasids or 
patamars) on payment of postage When the Europeans 
first came to India, they employed these messengers for the 
conveyance of their letters and despatches As this took an 
mordmatelj long time, and was besides very expensive, in 
1688, the Enghsh East India Company directed its officers at 
Madras and Bombay to establish Post Offices for the con- 
venience of merchants, and for augmenting the Company’s 
revenues The mstructions of the Company to Bombay ran 


* Vfilks, Historical Sletches of the South of India, Yol I, p 89 
’ Travels of Peter Mundy, Vol 11, p 368 

= Wjlson, Early Annals of the English in Bengal, Vol II, Part II, p 90 

* Love, Vestiges of Old Madras (Indian Eecords Series), Vol I, p 198 
“ Fryer, East India and Persia, Vol I, p 279 
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as follow. “ Wo liko^use rofjuire you lo oroci a Post Office 
for all letters to bo broaglit to and dolivorod at, sotting such 
rates upon each single letter, and so propoitionatcly upon 
double or treble letters, as may in a few years bring m m- 
seiicibly a vast revonev to the Company, and a much greater 
convonicncy to morcliants and trade in gonerall then 
ever they yet had or undoi stood. Por vhich purpose 
you [must] ordoi fitting stages and passage boats to go 
oil and return on ceilam days, and proper stages by land 
to Surrat and other places to coiuey lettois nith gieat 
security and speed Similar insluictions neie sent 

to Madras It appears that in 1712 the Madias ollicer 
established post stations at convenient stago'^, and so ‘ suc- 
ceeded m establishing a useful coriospondence ’ between 
several places. jMessages could now bo sent from Madras 
to Bengal m about 30 days, whereas formoilv the time taken 
was from two to thieo months The lates of postage origi- 
nally fixed are not given, but those for 1720 ncie . — 

Prom Port St. George to Vi/agapatam d Fanmns 

„ „ Bengal C „ 

„ „ Bombay or Surat 9 „~ 

Little further is known regauling the de\ elopment of the 
Company’s Post till wo come to the period of Lord Clive, 
when for the fiist time, m 17GG, a regular postal system appears 
to have been introduced The order on the subject is — “ For 
the better 1 egulahon of the JDciuls , — Ordered that m futuie 
all letters be despatched from the Government House , the 
post-master or his assistant attending every night to sort 
and see them off , that the letteis to the different Inland 
settlements be made up m sepaiate bags sealed with the 

• Veslijcs o/ Old Madras, I, 614 

• Vestiges of Old Madias, II, 13G A fanam = li annas 


THE POST 


79 


Company’s seal ; that no one may open the packets except 
the Chiefs at different places who are to open only their 
respective packets ; and ordered that they he directed to 
observe the same rule with respect to the letters sent down 
to Calcutta.” ^ Various other regulations were laid down for 
the greater security and speedier despatch of letters and packets. 
Eurther improvements in the post-office were made under 
the administration of Warren Hastings. In 1774, a Post- 
master-General was appointed at Calcutta, and the lowest 
rate of letter postage was made 2 annas per 100 miles, cop- 
per tickets of the value of two annas, to he used solely for 
postal purposes, being specially struck for public convenience. 
The postal regulations were revised by Warren Hastings in 
1784; and further revisions were made from time to time 
until 1837, when a public post was established, and Govern- 
ment assumed the exclusive right to convey letters for hire 
in the territories of the East India Company ® 

Several years prior to 1776, a bi-weekly post was estab- 
- lished between Madras and Bengal. There was yet no 
regular postal communication either between Madras and 
Bombay or between Bombay and Calcutta On the repre- 
sentation of the European merchants, a regular fortnightly 
post seems to have been first introduced between Madras 
and Bombay in 1788 The route lay by way of Hyderabad 
and Poona, and it took about 26 days to make the 3 ourney. 
In 1790, (he service was made weekly, and the route was 
changed Letters were now conveyed from Bombay to 
Masulipatam, and thence to Calcutta and Madras By this 
change, much time was saved, and letters could now be 

* Hamilton, An Outline of Foetal History and Practice, etc , p 181 

’ Hamilton, -pp 182 33, Olarke, The Post Office of India and its Bfory, pp 18 17, 
191 94 The ancient aystem of pnvate dawls however continued to exist till the middle 
of the century “These dawks are represented to travel nt a much better pace than 
that at which the Government post runs, and they thus secure to the merchant, 
what IB BO much desired by all, quick intelbgence and secrecy in his transactions 
Parliamentary Papers on Postal Oommunication, etc (Indm), 1852,^. 36 
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carried from Bombay to Calcutta in 26 days, to Madras m Vl 
days, and from Madras to Calcutta m 19 days ^ The post- 
men always travelled on foot Their stages were commonly 
from seven to eight miles , and their rate of travelling, about 
70 miles m the 24 hours ® 

The rates of postage varied according to weight and 
distance , and they appear to have been changed several times 
m the course of a few years In 1788, the charges for letters 
between Madras and Bombay were — 


Por a single letter Es, 2 


„ double 

55 

4 


„ treble 

55 5 : 

, 6, 


and the charge on packets was 

at the rate of 

Bs 4 per ounce. 

After November, 1789, the postage 

for a 

single letter 2^ 

rupees’ weight and under was 

— 



Between Bombay and Poona 

62 

k03 

2 Annas 

„ „ Hyderabad 

222 

55 

8 „ 

„ „ Masulipatam 

331 

55 

12 „ 


Between Masulipatam and Madras 323 Miles 3 Panams 4 Annas 
„ „ Gaujam 428 „ 4 „ 8 „ 

„ Ganjam and Calcutta 305 „ 6 

Letters between 2^ and 3^ rupees’ weight were to pay double 
rates , between 3^ and 4| rupees’ weight, treble rates , 


’ Vestiges of Old Madras, III, '79, 443 46 , Selections from the Letters, Despatches, and 
other State Papers preserved in the Bombnp Secretariate, Home Senes, Vol II (ed Forrest), 
p 347 

- Rennell, Jiemmr o/ Hindnosfan, p 237 From Calcutta to Patna, the distance was 
398 miles, and there were 48 stages and 144 harkaras Prom Calcutta to Dacca, the dis 
tance was 179 miles, and there irere ?1 stages apd 63 harkaras —Olarle, p, 193 
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helwooii Olid fjtinfbuplo uitc'^, iincl '>0 

on.' In 17 ^ 0 . flic rati“' M(‘Jo — 


\ lo 


ll To/r;': niul niuler 


IhrncKnoro 

Rn^mnlnl 

Vntin 

BcDRre^ 

Dipci 

Clntticoiiix 

Bomb'v'v 

Mntlns 


i{^ AS 

0 ] 

0 ‘i 

0 T) 

(I 7 

n 

0 n 


Lelteis Between 2! nnd 31 tola'? weie to pay double 
rate*?, between 31 and J' tola*?, (icble late'?, and so on " The 
rates u ere furl lici ic'\i‘?edin 1708 Letters under one rupee 
in ueiqht were styled single letters, between 1 and 1.1 rupees, 
double lettcis, between 1 1 and 2 rupees, treble letters ; and so 
on The post-age prescrilied for single letters was based on a 
mileage rate of 11 fnnains for every bundled miles ^ It was 
not till 1851; that rates were fixed for (be conveyance of 
letters irrespective of distance. 

The system of franhing public letteis, says Carey m 
The Good Old Days of Uon'hle John Gominmy,^ came 
generally into use in July, 1798 Before this, only a few 
officers had the privilege of sending their letteis on the public 
service free of postage 

Airangements for the conveyance of heavy packages 
and parcels also existed in India befoie the close of the 18th 
century These were carried m hmiglnes or banqnes suspended 

* Si'lection^ from the Letters, etc , p 347 , VeBtigca of Old Madras, 111, 344 Koi, about 
2i miles 

“ Carey, The Good Old Dags, etc , Vol I, p 483 Tola, rupee’s weight, about ISO 
grains 

> VeHtgee of Old Mad] us, ill, 641 

‘ Vol 1, p 481- 
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across men’s shoulders. The system was accordingly known 
as the Banghj Dal. Regarding the banghy dal, writes 
Hamilton in his Oidhne of Postal Mistory and Practice ^ • 
“ India had a parcel post a century at least before the 
introduction of that loudly heralded improvement at home 
The hanghies travelled somewhat slower than the mails ; hut 
a watch might he sent from Allahabad to Calcutta for repair 
and returned m less than a month.” 
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